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‘THE above photograph was taken in the warehouse of a large manufac- 
turing concern showing the actual condition of Hummel & Downing 
high-grade fibre cases when heavily loaded with soap. You cannot detect 
any bulge even in the bottom cases, altho there are hundreds of pounds of 
soap resting on these cases. 

THE PRACTICAL TESTS SHOW REAL EFFICIENCY. You expect as much from fibre cases as you do 
from wooden boxes. Be sure you get the BEST fibre cases so you will not be disappointed. 
“Quality” is our watchword, for “the best is none too good.” 


Let us work with you in producing the most efficient method of packing your goods. 


HUMMEL & DOWNING COMPANY - Milwaukee, U.S. A. 
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The foundation for the study of all questions bearing on rates, and other features of regulation 
bet ween shippers and carriers, is the law. No traffic manager or traffic attorney can afford to be without 
the Interstate Commerce Laws and Statutes of th» several states. The most complete and convenient compil- 
ation of these laws is contained in the book here illus- 
trated, which has been extensively sold to represent- 
ative carriers and prominent shippers. 


Edition Nearly Exhausted 


An Indispensable 
Reference Work 


The demand for this book has been so extensive 
that only a comparatively small number remain and in 
a few weeks copies can no longer be obtained. This 
represents the last opportunity to get one of these dur- 
able volumes of the Digest of Federal and State Court 
Decisions, the Interstate Commerce Laws and the Laws 
of the Various States regulating carriers and relations 
with shippers. 

This volume of 1,500 pages, in addition to a com- 
plete compilation of State Public Utility Laws and 
Interstate Commerce Laws and the Digest of Oourt 
Decisions, also contains all forms prescribed for filing 
complaints with the Interstate Commerce Commission. 


One of the remaining volumes, cloth bound, can be 
obtained for $7.50, delivered. Act quickly, as this op- 
portunity will soon pass. 


Send your order now, and you will have the book 
available when needed. 


THE TRAFFIC SERVICE BUREAU 
418 South Market Street, Chicago 





As a Friend of THE TRAFFIC WORLD. piease Mention the paper In writing to advertisers. 





H ABITA SPRINGS COVINGTON MANDEVILLE 


EW ORLEANS GREAT NORTHERN Rp p 


“OZONE ROUTE” 


SUPERIOR FREIGHT AND PASSENGER SERVICE 


BETWEEN 


NEW ORLEANS, La., and JACKSON, Miss. 


NORTH, EAST, SOUTH ano WEST 4nv FOREIGN 
PORTS vi NEW ORLEANS, “Pavia CANAL’ 
MODERN EQUIPMENT, SAFETY AND COMFORT, EXCELLENT CAFE-PARLOR CARS 


“SPECIAL ATTENTION PAID TO IMPORT AND EXPORT TRAFFIC” 


THE ONLY RAILROAD TO THE FAMOUS ST. TAMMANY HEALTH and PLEASURE RESORT 
FOR TARIFFS, DESCRIPTIVE LITERATURE, SCHEDULES, ETC., WRITE TO 
M. J. McMAHON, Gen. Frt. and Pass. Agt. G. B. AUBURTIN, Asst. Gen. Frt. and Pass. Agt. 
905 WHITNEY CENTRAL BLDG., New Orleans, La. 


eee Sel rem Rte 
a a “are: 


rv 
ok 
te) 
2 
p 
* 
4 
BS 
fl 
i 
\ 
af 
oa 
= 
ew] 
x 
is 
“he 
= 
3 
a4 
Ci 
oH 
a 
21g 
¥ 
a 
4 
- 
4 
» 
4 ¥ 
ei 
@ 
Be: 
tig 
an 


ONLY ONE 
Efficient Way! 


The Tapley Platform 
System with the 


Tapley Improved 
Elevating Truck 


Sea eae es BROE 


Platform on Truck 
3 Pieces 


(16 inches from floor. Proven by 


efficiency tests to be the minimum height 
from floor for handling.) 


60% ‘Truck Equip- 
Saves nk. 46 to 50% 
of Handling. 
Breakage, 
Reduces Waste and 
Storage Space. 


CATALOG ON REQUEST 


TAPLEY SPECIALTY C0. 
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Business Possibilities and 
the New Express Rates 








Being an Open Letter addressed to the Average 
Business Man ....... You are invited to read it 








OU, Mr. Average Business Man, ° 


quite pride yourself that you 

have lined yourself up with the 
most modern ideas of efficiency. You 
have not stopped talking about how, 
last year, you substituted two big 
3-ton motor trucks for eight double- 
horse wagons and saved money in so 
doing. You are fond of telling how 
you are stopping the leakages, reduc- 
ing costs, increasing output.—Have 
you given the question of your trans- 
portation any such sharp scientific 
study? Do you give the carriage of 
your goods sufficient attention? 


@ Try bringing that problem into the 
equations of dollars and cents. A busi- 
ness man in New York tried it, only a 
little time ago. His output was well 
suited to the abilities of the express. 
And yet out of a total transportation 
cost of $190,000 during the twelve 
months ending June 30th last, the ex- 
press had received but $40,000 worth. 
He thought this sum too small. 


His Efficiency Expert*went on the 
job and then the man knew it was too 
small. He had thought himself sav- 
ing money by using other forms of 
transportation and had neglected add- 
ing against their cost a truckage cost 
of $27,000, which they entailed upon 
him. He gave more of his output to 
the express, reduced his truckage bill 


and made enough money between July 
1 and December 1 of last year to buy 
him a new motor-truck that he 
needed to meet the growth of his 
business. 


q@ That was under old express rates. 
On February 1 next the express rates 
are to be materially reduced—all the 
way across the land. Not only is 
there to be a simple and scientific sys- 
tem of blocks and sub-blocks, but the 
rates themselves have been greatly 
reduced. Many of them are lower 
than those of the parcel post. And 
the express, with its wagons, gives 
a free collection service, a receipt for 
each package and free insurance up to 
fifty dollars, and at a low figure above 
that sum. It carries your packages 
in passenger trains and sometimes in 
special trains that are faster than 
passenger trains, and if those pack- 
ages are small or at all fragile it will 
carry them in its stout iron-bound 
safety-trunks. 


@ Try a little express efficiency in 
your own balance-sheet.. The nearest 
Wells Fargo man will come to your 
aid. If he can take your package at 
best efficiency he will tell you so, if 
not, he will send you to the man who 
can. He is working for the express 
as an institution. 


Wells Fargo & Company Express 
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THE RATE ADVANCE CASE. 

Shippers are to have their say in the advanced 
rate case without delay. The Commission on Janu- 
ary 15 announced that they are legally entitled to be 
heard before the application for authority to ad- 
vance rates is decided, and that, therefore, it will 
proceed without delay to fix times for hearings on 
the protests that have been received.. The an- 
nouncement on that subject is as follows: 

“Protests have been filed by a large number of 
associations and shippers against any increase in 
rates applying upon specific commodities and to 
communities, and they have asked to be heard in 
support of their objections. At the last hearing the 
question arose as to what course the Commission 
would pursue in deailng with these specific inter- 
vening petitions, and the matter was reserved for 
consideration by the whole Commission. The 
Commission now decides that the protestants are 
legally entitled to be heard before a final decision 
is rendered on the pending application of the rail- 
roads for permission to make a general increase in 
freight rates. 

“As the Commission is necessarily deferring its 
hearings on the broader questions involved until the 
railroads have answered the inquiries filed of record 
under date of December 20, and desires, so far as 
possible, to expedite proceedings, it has concluded 
at once to commence hearings on the specific ob- 
jections of the protestants. 

“Among the commodities involved in the pro- 
tests are petroleum, coal, cement, brick, plaster, 
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flour, packing house products, iron and steel arti- 
cles, lumber, and other important traffic. 

“The objections to increased rates on petroleum 
will probably be the first objections to be heard, and 
the hearings with respect to the propriety of in- 
creased rates on the other commodities will con- 
tinue from day to day and will complete it.” 

No time has yet been set, but the hearings will 
probably be begun in less than two weeks. 





THE SEMI-ANNUAL INDEX. 

Subscribers to The Traffic World should receive 
with this issue the semi-annual index covering arti- 
cles which have appeared in the paper from July to 
December, 1913, inclusive. It may be worth while 
tc. recapitulate one or two’ points indicated therein. 

During the six months there have been published 
139 decisions of the Interstate Commerce Com- 
mission, as against 262 in the preceding semi-annual 
volume, making 401 decisions during the year. It 
should perhaps be added that in many cases these 
decisions cover several distinct applications for re- 
lief, which would probably bring the number up to 
about 450 cases decided. 

In the present volume there are 1,226 pages, com- 
pared with 1,430 for the preceding six months, mak- 
ing a total of 2,656 for the year. The difference be- 
tween the two. volumes is accounted for by the fact 
that in the second half of the year are reflected the 
results of the slackening of activity on the part of 
the Commission during the summer months, and 
there are seven issues of The Traffic World in 
which no decisions of the Commission appear. 
Naturally the greater part of the volume is taken 
up with matters concerning the work of the Inter- 
state Commerce Commission, but on account of this 
period of comparative inactivity it has been possible 
in the past six months to include more matters of 
a general nature than are likely to be contained in 
the first volume of any year. Perhaps, generally 
speaking, too, the cases decided in the second half 
of the year are as a whole of less importance than 
those that come up during the earlier period. It is 
the custom, as a part of the mechanical operations 
ot the Commission, to. turn out a large number of 
the smaller cases during the time when the activi- 
ties of the commissioners themselves are slightly 
abated. Perhaps the two most important things 
that have come up during the six months are the 
matter of the application of eastern roads for ad- 
vance in rates which is still pending, and the estab- 
lishment of the valuation board in its preliminary 
stages. 

So far as The Traffic World in other respects is 
concerned, the features which were started at vari- 
ous times during the last two years have been con- 
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tinued, and to a considerable extent amplified, to 
the apparent satisfaction of very many of our read- 
ers. 

The “Short Haul” department has maintained the 
interest of those traffic men who see something in 
their duties beyond the mere question of rates. Sev- 
eral important articles have appeared in this depart- 
ment which should afford food for thought, particu- 
larly to industrial traffic managers who are engaged 
in an effort to increase the efficiency of this part 
of their department. 

Another feature which has just been added to 
The Traffic World will undoubtedly prove of very 
great interest and value to practically every reader. 
This is the establishment of the permanent publica- 
tion of the Docket of the Western Classification 
Committee, which was recently begun under the 
reorganization of that committee, beginning on Jan- 
uary 1. Only the initial appearance of this docket 
is contained in the present volume, but the assur- 
ance is given that the feature will be continued as a 
permanent part of the information which The 
Traffic World conveys to its readers. 


UNAUTHORIZED STATEMENT 





The following telegram is self-explanatory: 
“Editor THe TRAFFIC WORLD: 

“To-day our attention was called to letter signed by 
C. B. Kayser, headed ‘The Proposed Rate Advance,’ pub- 
lished in TRAFFIC WORLD, isSue of December 27. This letter 
was written without our knowledge or consent and was 
absolutely unauathorized by us. It does not represent 
our attitude regarding the proposed rate advance, for 
we are in favor at all times of adequate compensation 
for the railroads. Kindly publish this in your next issue. 

“Rogers, Brown & Co.” 


LIMIT ON FILING CLAIMS. 
(By Special Telegram, January 16.) 

Agreement was made by carriers and shippers at the 
uniform bill of lading hearing to join in a request to the 
Commission to allow settlement of claims arising prior 
to Dec. 1, 1913, notwithstanding four months’ provision 
of bill. It was also agreed that the third paragraph in 
the third section should provide for six months’ notice. 
All except agricultural implement people agreed to that 
arrangement. This agreement as to adjustment of claims 
is expected to be accepted by the Commission. 





THE HARRIMAN MEDAL. 

The E. H. Harriman memorial medal was awarded 
to employes of the Southern Pacific Co. for the greatest 
progress in safety and accident prevention. It is 
stated that during the last five years not a single 
fatality to its passengers has occurred through col- 
lision, derailments or other train accidents. 


BOX ASSOCIATION REMOVAL. 
The offices of the National Association of Box 
Manufacturers are now located at Room 1303, Tribune 
Building, Chicago. 


LEADERS IN TRAFFIC 


The Men Who Are Solving the Big Prob. 


lems—and the Good Work 
They Have Done 


JOHN SEBASTIAN. 


John Sebastian, who has just retired from the 


position of third vice-president, Rock Island Lines, en 
tered railroad seryice as clerk, Atchison, Topeka & 


Santa Fe Railway. in 1869, continuing with that com- 


JOHN SEBASTIAN, 
Retiring Third Vice-President, Chicago, Rock Island & Pacifi: 


pany as chief clerk and traveling passenger agent to 
1879. From 1879 to 1887 he was general southwestern 
passenger agent of the Chicago, Rock Island & Pacific 
at Kansas City; from 1887 to 1889 general passenger 
and ticket agent of the Chicago, Kansas & Nebraska 
Railway. At that date the line was made a part of 
the Chicago, Rock Island & Pacific Railway Co. On 
the consolidation, Mr. Sebastian was appointed genera! 
passenger agent of the entire line, holding that po 
sition from 1889 to July 1, 1902; July 1, 1902, to Dec. 
1, 1909, he was passenger traffic manager of the Chi- 
cago, Rock Island & Pacific. Dec. 1, 1909, Mr. Sebastian 
was elected third vice-president of the Chicago, Roc 
Island & Pacific, in charge of passenger traffic, fro! 
which position he now retires. 

Mr. Sebastian lives in Evanston, Ill., and is a men 
ber of the Union League Club, Glen View Golf Clu 
and the Traffic Club. 





The Four States Traffic League has been permitte 
to intervene in No. 6279, Geo. Ruppel et al, vs, Gulf, Cok 
rado & Santa Fe et al. 


Vol. XIII, No, 3 
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CURRENT TOPICS IN WASHINGTON 


Commission Wants New Quarters. 
The Commission is going to make 
a fight for new quarters during the 
remainder of this session. That is 
to say, it is going to press upon 
Congress the fact that if given the 
authority it can provide itself with 
adequate quarters at considerably 
less money than is now being spent. 
On the theory that the government 
will sooner or later have a building 
n which to house al] of its employes, the law forbids 
the making of long leases. Leases on real estate oc- 
upied by the government reserve to it the right of 
termination on a month’s notice. For that reason, the 
government, being tenant at its own will and option, 
is compelled to pay high rents. 

The Commission has figured that if authorized to 
make a contract for a ten-year lease, it can get space 
enough to house all the employes at less money than 
it pays for the two principal buildings in which the 
force is now quartered. The Commission has no room 
for the men engaged upon the physical valuation work. 
They are away off from the main building and there 
is considerable time lost by clerks and other em- 
ployes going back and forth. 

The Commission has been asking for a home of 
its own ever since it was created, more than a quarter 
of a century ago, but Congress has never paid much 
attention. Congressmen who wanted government build- 
ings for small places in their districts have had more 
influence with their colleagues than the most efficient 
governmental agency that was ever created. In the 
case of a building for small cities, the transaction rep- 
resents a drain on the public treasury, because no 
small building can be maintained by the government 
at a cost as low as that which would accrue if 
suitable quarters were rented. But a building for the 
Commission would be a saving. There is no question 
about that, and the Commission is determined to make 
strong representations to Congress on the subject. 








Carriers Answer Questions.—Louis D. Brandeis ex- 
pects the Commission to get a good deal of valuable 
information from the carriers in answer to the seventy- 
five questions sent to them just after Christmas. He 
said that so far as he has been informed there is not 
one of the carriers acting balky or indifferently. They 
are acting in good faith, undertaking to furnish the 
information the Commission desires, so that the merits 
of their application for authority to increase rates may be 
ascertained, and there be no doubt as to the correctness of 
whatever decision is reached. At the conference held 
on January 7 no suggestions were made by the car- 
riers that were opposed by either Commissioner Har- 
lan or any representative of the shippers. Commis- 
sioner Harlan and Mr. Brandeis willingly consented to the 
modifications suggested by the representatives of the 
railroads, all of which were desired merely so as to 
save expense and long delay. The time for the car- 
riers to finish the presentation of their case in direct 
testimony will probably be fixed when the next meeting 
is held. It follows, therefore, that when Commissioner 
Harlan has gone that far, he will be able to indicate 
when the objections of shippers may be put into the 
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record. It is understood that the hearings will be, 
as much as possible, along broad lines. 





Wants Court Rules to Apply.—That is an interest- 
ing point raised by W. A. Glasgow in. the reargument 
in the Wickwire Co.’s complaint against the $1.85 
rate on coke to the Buffalo furnaces. He contended 
that as to rates that have been increased since Jan. 
1, 1910, the burden of proof is on the railroads to 
show that the increase does not result in an unreason- 
able rate, and that the Commission is not at liberty 
to consider other sections of the law in disposing of 
complaints against such rates. He also argued that 
the Commission is restricted to the record made in 
the particular case; that it cannot consider testimony 
that may have been used in other complaints, unless 
the complainant has had an opportunity to cross-ex- 
amine and controvert the knowledge or testimony 
the Commission might use were it proceeding under the 
statute generally. His objection was particularly to an 
exhibit of rates and mileages used in the Connellsville 
Coke Producers’ Case, submitted after the Wickwire 
Case was argued and _ submitted. Mr. Glasgow, in 
arguing his objections, contended for a closer ad- 
herence to the rules of evidence obtaining in courts 
of law than is usually the fact before the Commission. 
He remarked also that he had not seen the coke rate 
map the Commission said it had constructed and into 
which the $1.85 Buffalo rate fitted. 

“Suppose the Commission had made no report in 
the case, but had simply found the increased rate not 
unreasonable?” asked Chairman Clark. 


“But that is not the case before your honors,” 


said Mr. Glasgow, avoiding that dangerous moot question. 





Court and Commission Decisions.—The Commission 


has always objected to the courts taking its reports 
as material for enjoining its orders. A _ refusal to 
make reports on complaints decided by it undoubtedly 
would lead to a demand by carriers and shippers for 
a change in the law’*so as to require a full statement 
of the facts and precedents for issuing each order. 
Judges who refuse to say why they affirm or reverse 
a lower court are not popular, and such a course on 
the part of the Commission, it is believed, would lead 
to demand such as before indicated. There is nothing 
in the constitution .requiring the Supreme Court to 
write opinions, but custom, long established before the 
Federal Constitution was thought of, requires judges 
of appellate courts to indicate the line of reasoning 
that led to their decisions. Decisions by the Supreme 
Court in which there is no written opinion are not at 
all common. In every such decision, a great number 
of cases are cited to show why the court came to the 
conclusion it reached. Congress seldom passes a Dill 
until after there is a report from a committee. In 
addition, there is a record of the debate to show the 
inquirer the line of reasoning. A refusal by Congress 
to make reports or to make a record of debates would 
cause an outcry against such procedure which would 
soon bring the law-makers to a realization that the 
people who are paying. the bills constitute one large 
interrogation point,. which, being translated into lan- 
guage, means WHY? Shippers and carriers are equally 
curious about the facts that influence the Commission 
in making its decisions. A. E. H. 
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Decisions of Interstate Commerce Commission 


ROOFING IN SHEETS AND ROLLS 
CASE NO. 6039 (28 I. C. C., 610-612) 
PATENT VULCANITE ROOFING CO. VS. AHNAPEE & 

WESTERN RAILWAY CO. ET AL. 
Submitted Oct. 16, 1913. Decided Dec. 1, 
Defendants’ rate for the transportation of prepared roofing in 


sheets should not exceed their rate for the transportation of 
the same articles in rolls. 


1913 


Frank A. Larish and Herman Mueller for complainant. 

O. W. Dynes and C. A. Lahey for defendants. 

R. H. Widdicombe and A. F. Cleveland for Chicago & 
Northwestern Railway Co. 


Report of the Commission. 
PROUTY, Commissioner: 

The complainant alleges that the defendants are guilty 
of unjust discrimination in that they maintain a lower rate 
for the transportation of prepared roofing in rolls than 
for the transportation of the same article in sheets. Pre- 
pared roofing is a general term, which includes roofing 
material composed of a base layer of felt or similar sub- 
stance saturated with some like asphalt and 
covered with mica, sand or various other substances to 
give it wearing quality. “This roofing is usually applied 
in layers of single thickness, except that one sheet laps 
over the preceding sheet by about 2 inches. It is fastened 
with nails especially designed for the purpose, and the 
joints are cemented. 

When intended to be laid in this manner it is shipped 
in cylindrical rolls containing about 108 square feet, which, 
when the lap is allowed for, will lay a square of roofing 
surface. The roll as shipped is hollow and contains the 
necessary nails and cement to be used in the laying of 
the roof. The end of the roll is covered with a metal cap, 
or with hard paper, the equivalent of the metal cap, to 
prevent the fraying of the edges. The whole cylinder is 
wrapped in thick paper. 

Prepared roofing is also cut into oblong pieces about 
12 by 8 inches, these pieces being applied to the roof 
in the same way as are wood shingles. When cut into 
this form they are packed into fiber cartons, each carton 
containing 480 pieces. The material out of which these 
pieces are cut is exactly the same as that which is put 
up in the cylindrical form. The pieces themselves are 
ordinarily known as asphalt shingles, and are used, as 
has been already stated, like shingles of wood or like tile. 

The cylinder weighs about 100 pounds; the fiber car- 
ton about 50 pounds. Four cartons will cover as much 
space as one cylinder. 

The value of this prepared roofing, as offered for ship- 
ment, is about 2 cents per pound, while the value of the 
earton is slightly more. The cylinders are’ ordinarily 
stood on end when loaded into a car, and it was stated 
that one tier of the ordinary width would weigh about 


compound 


37,000 pounds. As a practical matter it is not customary 
or advisable to place other cylinders upon the ends of 
the cylinders so loaded for the reason that, if this is 
done, the ends may become torn, thus spoiling the entire 
roll. This prepared roofing is sometimes shipped in cylin- 
ders only 16 inches in length, and, in this case, it is 
customary to lay boards over the ends of the cylinders 
and place a second tier, also standing upon end, upon 
these boards, thus preventing the danger of damage to 
the ends. Some expense attaches to the providing of this 
lumber, although it does not appear that the boards them- 
selves are injured in transit. 

The minimum weight prescribed in the classification 
for prepared roofing in cylinders is 40,000 pounds for the 
standard car, and it appears that the shipper ordinarily 
loads slightly less than that. 

Asphalt shingles in cartons can be piled up in tiers 
to the capacity of the car, and it was said that 80,000 
pounds could be placed in a standard car. If cylinders 
are placed upon their sides and the car so filled the 
weight of the upper row tends to flatten the cylinders 
and to force together the paper in the roll, so that it 
is damaged when unrolled. This is the reason why cylin- 
ders are loaded upon the ends. With the carton this does 
not seem to be the case, since the container itself affords 
a certain amount of resistance. The complainant testified 
that it had never received any complaint of damage in 
case of asphalt shingles shipped in this manner, nor had 
it ever made any claim for injury received in transit. 


The above facts were shown in testimony by the com- 
plainant and were in no respect controverted by the de- 
fendants, who, though represented by counsel upon the 
hearing, introduced no testimony. 

Both prepared roofing in cylinders, and asphalt shingles, 
are classified under the Western Classification as fourth 
class in less than carloads and fifth class in carloads, 
minimum weight 40,000 pounds. Where no commodity rate 
exists, therefore, they bear the same transportation charge. 
In fact, however, nearly every considerable movement of 
prepared roofing is covered by a special commodity tariff; 
for example, the commodity rate on prepared roofing be- 
tween Chicago and St. Paul is 10 cents per 100 pounds, 
while the fifth class rate, under which asphalt shingles 
move, is 20 cents per 100 pounds; the rate from Chicago 
to the Missouri River is 16 cents for prepared roofing, 
while 27 cents is the fifth class rate. Without multiplying 
illustrations, it may be said that these two examples fairly 
illustrate the difference in the transportation charge upon 
asphalt shingles and prepared roofing in cylinders. The 
only question presented by this complaint is the alleged 
discrimination against the shingles. The defendants 
offered no testimony in justification of the lower charge 
for the cylindrical package, and the case was submitted 
without briefs or argument. 

















January 17, 1914 


The case shows that asphalt shingles are the same 
article as prepared roofing in cylinders save that the ship- 
ment is in cartons instead of rolls. The value of the two 
articles is substantially the same; the purpose to which 
1ey are put is the same, although it may be true that 
owing to the different manner in. which the roofing is 
applied the shingles come more into competition with 
ood and tile. The cartons will load, as a practical matter, 
1uch heavier than the cylinders. No reason has been 
uggested why a higher rate should be imposed for the 
ransportation of the shingles than of the cylinders, and 
e know of none. We are of the opinion that the de- 
endants are practicing an undue discrimination by im- 
osing a higher charge for the transportation of shingles 
han for the rolls, and that for the future the rate on 
hingles should not exceed that upon the rolls. 

We repeat that the only question considered here is 
the relative rate between these two articles; no opinion 
whatever is expressed as to the reasonableness of the 
rates themselves. 

An order will be issued accordingly. 





ORDER. 

This case being at issue upon complaint and answers 
on file, and having been duly heard and submitted by the 
parties, and full investigation of the matters and things 
involved having been had, and the Commission having, 
on the date hereof, made and filed a report containing 
its findings of fact and conclusions thereon, which said 
report is hereby referred to and made a part hereof: 

It is ordered, That said defendants, according as they 
participate in the transportation, be, and they are hereby, 
notified and required to cease and desist, on or before 
Feb. 15, 1914, and for a period of not less than two years 
thereafter to abstain, from charging, demanding, collecting 
or receiving rates for the transportation of prepared roof- 
ing in sheets between points on their lines in Western 
Trunk Line territory which exceed rates for the trans- 
portation of prepared roofing in rolls contemporaneously 
in effect over their lines between said points. 

It is further ordered, That said defendants, according 
as they participate in the transportation, be, and they 
are hereby, notified and required to establish, on or before 
Feb. 15, 1914, upon notice to the Interstate Commerce 
Commission and the general public by not less than five 
days’ filing and posting in the manner prescribed in section 
6 of the Act to regulate commerce, and for a period of 
not less than two years after the said Feb. 15, 1914, to 
maintain and apply rates for the transportation of pre- 
pared roofing in sheets between points on their lines in 
Western Trunk Line territory which shall not be higher 
than the rates contemporaneously applied on prepared 
roofing in rolls between said points. 


BUGGY RATE REASONABLE 
CASE NO. 5737 (28 I. C. C., 619-620) 
HULL VEHICLE CO. VS. SOUTHERN RAILWAY CO. 
ET AL. 


Submitted June 27, 1913. Decided Dec. 4, 1913. 

Charges collected by the defendants for the transportation of a 

carload shipment of buggies from Dallas, Tex., to Savannah, 

Ga., not shown to have been unreasonable. Complaint dis- 

missed. 

Claude W. Owen and John A. Henderson for com- 
plainant. 

M. P. Callaway for Southern Railway Co. 


R. D. Coleman for St. Louis Southwestern Railway Co. 
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Report of the Commission. 


BY THE COMMISSION: 

Complainant is a corporation engaged in the business 
of manufacturing vehicles at Savannah, Ga. By complaint, 
filed April 24, 1913, it alleges that unreasonable charges 
were collected by the defendants for the transportation 
of a carload shipment of buggies from Dallas, Tex., to 
Savannah, Ga. Reparation and the establishment of a 
resonable rate are asked. 

The shipment described in the complaint moved in 
January, 1912, and in the absence of a joint through rate 
was charged at the rate of $1.91 per 100 pounds, based on 
the sum of the intermediate rates, made up of $1.15 from 
Dallas to Memphis, Tenn., plus 76 cents beyond. 

Complainant contends that the rate charged was un- 
reasonable to the extent that it exceeded 83 cents per 100 
pounds. The only evidence introduced in support of this 
contention is that 83 cents was the rate on buggies from 
Savannah to Dallas. Defendants contend that the rate 
charged was not unreasonable in itself and should not 
be compared with the rate from Savannah to Dallas on 
account of the dissimilarity of conditions affecting the 
rates’ from and to these points, and that no buggies are 
manufactured at Dallas. It is further pointed out that 
complainant enjoys a peculiar advantage in shipping bug- 
gies to Dallas from its factory at Savannah. The 83-cent 
rate from that point is but 4 cents in excess of the rate 
from factories several hundred miles less distant from 
Dallas than Savannah. The complainant admits that 
buggies are seldom if ever shipped from Dallas to Savan- 
nah, and that in so far as it is concerned there will prob- 
ably be no further movement in that direction. 

The Commission has held that the mere fact that the 
rate in one direction exceeds the rate between the same 
points in the opposite direction is not a controlling test 
of the reasonableness of the higher rate. MacLeon vs. 
B. & M. R. R. Co., 9 I. C. C., 642; Hewins vs. N. Y., N. H. 
& H. R. R. Co., 10 IL. C. C., 221; Wilburine Oil Works 
vs. Pa. R. R. Co., 18 I. C. C., 548 [Traffic World, June 18, 
1910, p. 794]. The disparity here appearing between the 
eastbound and westbound rates is surprising and could 
not be justified except upon the showing of record in this 
case of a considerable volume of traffic westbound, the 
desire of the defendants to place complainant upon a 
favorable competitive basis, and the further fact -that 
there is almost no movement of this traffic, and hence 
no compelling reason for a commodity rate from Dallas 
to Savannah. 

The evidence fails to show that the rate charged com- 
plainant on the shipment in question was unreasonable. 
An order will be entered dismissing the complaint. 





RECONSIGNMENT AT MILWAUKEE 
CASE NO. 5650 (28 I. C. C., 645-660) 
CHARLES BECKER, TRADING AS WISCONSIN COAL 
CO., VS. PERE MARQUETTE RAILROAD CO. ET AL. 
CASE NO, 5650 (SUB-NO. 1). ELMORE BENJAMIN 

COAL CO. VS. SAME. 
CASE NO. 5650 (SUB-NO. 2). CALLAWAY FUEL CO. 
VS. SAME. 


Submitted Oct. 18, 1913. Decided Dec. 8, 1913. 


Complainants contend that they are entitled to free reconsign- 
ment of coal at Milwaukee and ask reparation on account of 
damage suffered as the result of alleged unjustifiable holding 
of ears at Ludington, including reconsignment and demur- 
rage charges paid on cars detained, as well as tort damages. 
The complaint also embraces a charge of discrimination, and 
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further alleges that the new tariff, effective Feb. 9, 1913, is 
unreasonable because of its failure to provide for reconsign- 
ment at Milwaukee; Held: 

1. Complainants were not entitled to free: reconsignment at 
Milwaukee under the tariff of Oct. 2, 1912, but were entitled 
to reconsignment at a charge of $2 per car. The deteniton 
of cars at Ludington was unjustifiable and demurrage 
charges were improperly assessed and must be refunded. 

2. With respect to cars which arrived at Ludington before the 
receipt of passing notice and proper time for giving dispo- 
sition orders, the charges paid were improperly assessed 
and should be refunded. There is no evidence upon which 
to measure damages as to cars on which the notice was 
sufficient. Damage regarding these lies in the difference 
between the value of the reconsignment service at Milwau- 
kee and at Ludington. No damages were proved as the 
result of granting reconsignment to complainants’ competi- 
tors and denial of the service to complainants. 

8. The Commission's jurisdiction to award tort or general dam- 
ages, as distinguished from rate damages, discussed in 
Joynes vs. P. R. R. Co., 17 I. C. C., 361, and in Hillsdale 
Coal and Coke Co. vs. P. R. R. Co., 23 I. C. C., 186. Int 
present case there should be no award for damages of this 
nature. This conclusion rests on the general principle of the 
law of torts that one who suffers a tort damage must use 
due diligence to minimize or avoid his loss. 

4. The.Commission has power, in its discretion, to require the 
establishment of the reconsignment and diversion on the basis 

of the through rate from the point of origin to new destina- 
tion, with a fair charge for the extra services performed. 

. A carrier may, as a matter of convenience, when its terminal 
tracks are congested, hold cars at some point short of des- 
tination, provided such a course involves no disadvantage to 
the public. 

6. Tariff provision with regard to the giving of passing notice at 
Toledo should be made. If after the receipt of such notice 
shippers fail to give disposition orders before the cars reach 
Milwaukee, they shall be charged for the service $2 per 
car; otherwise the service is to be free. 

7. The power of Congress to regulate interstate commerce is 
not hampered by contracts made by individuals, L. & N. 
R. R. Co. vs. Mottley, 219 U. S., 467. A corporation cannot 
disable itself by contract from the performance of public 
duties and thereby make public accomodation or conveni- 
ence subservient to its privtae interests. Gibbs vs. Con- 
solidated Gas Co. of Baltimore, 130 U. S., 398. 

8. The question of detention is one that must be worked out 
by itself, and the advantages of reconsignment cannot be 
thrown away in order to avoid abuses that can be remedied 
in other ways. 


or 


Gill & Barry for complainants. 
Bills, Parker, Shields & Brown for defendant. 


Report of the Commission. 
MEYER, Commissioner: 

This case grows out of a controversy concerning the 
service of reconsignment to be afforded bituminous coal 
shipped by the complainants to Milwaukee and diverted 
thence to destinations beyond. 

The complainants are coal brokers at Milwaukee. 
They have no storage facilities. Their practice is to ship 
coal from the mines in Ohio, Pennsylvania and West Vir- 
ginia to Milwaukee under what is known as a “blind 
billing.” The destination given is, for example, “Mil- 
waukee, for beyond,” or “Elm Grove,” the latter being a 
station a short distance outside of Milwaukee on the line 
of the Chicago, Milwaukee & St. Paul. Some of this 
coal is ordered and sold by the complainants under con- 
tract. The larger portion of it, however, is “free coal” 
and is sold during transit. In the case of the free coal, 
reconsignment during transit is, of course, the practice. 
It is alleged by the complainants that reconsignment is 
further required because the unusual delays in the move- 
ment and carrier’s failure to deliver coal in the order 
in which it is shipped from the mines makes it necessary 
for the coal brokers to supply their contract and order 
demands from time to time with substitutions of free coal. 

The coal moves to Milwaukee on a proportional rate. 
Coal actually delivered in Milwaukee for local consump- 
tion paid, at the time of the complaint, from the Kanawha 
fields, a rate of $2.50 a ton. Coal going through Mil- 
waukee for delivery to destinations beyond was charged 
a proportional rate of $1.90 per ton. This rate has since 
been increased to $2 a ton. Beyond Milwaukee it pays 
the full local rates of the delivering carriers. The de- 
fendant, the Pere Marquette Railroad, has engaged ex- 
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tensively in this transportation. It receives the col 
from eastern carriers at Toledo, O., and moves it then e 
to Ludington, Mich., a distance of about 273 miles. From 
Ludington the traffic is carried on the Pere Marquette s 
car ferries across Lake Michigan, a distance of 97 miles, 
to Milwaukee, where the Pere Marquette makes connection 
with the Chicago, Milwaukee & St. Paul. It is also ferried 
to Manitowoc, Wis., where connection is made with the 
Chicago & Northwestern and the Soo Lines 

At Milwaukee the Pere Marquette has no extensive 
terminal, but only an interchange track connecting th« 
ear ferry with the tracks of the Chicago, Milwaukee & 
St. Paul road. This track accommodates about 200 cars 
The Pere Marquette maintains no motive power in Mil- 
waukee, and the service of switching the cars from the 
ear ferries to the interchange track and subsequently, 
in the case of outbound movements, to the tracks’ of the 
St. Paul road is done by the locomotives and employes 
of the latter road under a contract for this service with 
the Pere Marquette. The terms of this contract will be 
noticed later. 


Milwaukee Road Allowed Privilege. 


Complainants claim that for five years or more pre 
vious to the present controversy they had enjoyed the 
service of reconsignment at Milwaukee by the defendant. 
The latter now contends, however, that whatever service 
had been given at Milwaukee was afforded not by the 
Pere Marquette but by the St. Paul road. This issue is 
a confused one, because of the fact that the two roads 
maintain a joint agency at Milwaukee. 

It appears that in September, 1912, the Pere Mar- 
quette attempted to restrict or eliminate such service of 
reconsignment as had been previously afforded by it. On 
Sept. 18, 1912, it wrote the Wisconsin Coal Co., one of 
the complainants, stating that it proposed to issue a tariff 
canceling the free holding arrangement on westbound coal 
at Ludington. In this letter the matter of the service at 
Milwaukee was also mentioned. The letter reads in part 


at follows: 


The charge for reconsigning at Ludington after the effective 
date of this tariff will be $2, or on any coal reconsigned at 
Milwaukee—that is, reconsigned on our terminals—the charge 
for the same will be $2. 

You may be able to make arrangements with the lines west 
of us for reconsigning—that, of course, will be an arrangement 
between yourselves and such roads—but if the freight is held 
at Ludington for reconsigning, or is held at our terminals at 
Milwaukee for reconsigning, our charge will be $2. 


Following a tariff issued Sept. 14, 1912, I. C. C. No. 
2990, which canceled entirely a previous free reconsigning 
privilege at Ludington, the Pere Marquette on Oct. 2, 
1912, issued a tariff, I. C. C. No. 2994, effective October 17, 
which is in the main the subject matter of the present 
controversy. Although it proved to be ambiguous in its 
wording, it appears to have been intended by the de- 
fendant, first, to eliminate, as far as the Pere Marquette 
was concerned, any holding and reconsignment of coal 
at Milwaukee, and to cause such reconsignment as should 
be afforded by the Pere Marquette on this business to 
be done at Ludington, at a charge of $2 per car, unless 
reconsignment orders were in the hands of the defendant’s 
agent at Ludington prior to the arrival of the cars. The 
provision in which these objects were sought is rule 5, 
which reads as follows: 


Bituminous coal, carloads, reconsigned at any Pere Mar- 
quette station, excepting stations in Indiana and Illinois, will 
be subject to a reconsigning charge of $2 per car in addition 
to the tariff rate from point of origin to final destination. Bi- 
tuminous coal consigned to Ludington, Mich., or to points west 
of Ludington, will be reconsigned at that point without addi- 
tional charge, provided the orders for reconsignment are in the 
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nds of the agent at Ludington prior to arrival of cars. If 
e orders are not received at Ludington prior to arrival of 
rs, the charge for reconsigning will be $2 per car. Car de- 
irrage and switching charges that may have accrued, in ac- 
rdance with rules and regulations lawfully on file with the 
terstate Commerce Commission or state commissions must be 
id or guaranteed before cars are forwarded. 


This tariff also contained, as rule 7, the following 


provision: 


Cars will be reconsigned free from terminal yards to cus- 
tomary deliveries, plus switching charges, if any, as provided 
for in switching tariffs at destination, lawfully on file with the 
Interstate Commerce Commission or state commissions, also at 
junction points, to connecting lines, when no through rates are 
in effect to points on such connecting lines via such junctions. 


Konoer 


o 


This latter rule is relied on by the complainants as 
having established a privilege of free reconsignment at 
Milwaukee irrespective of the provisions of rule 5, above 
quoted, 

Although tariff I. C. C. No. 2994 under special per- 
mission of the Commission took effect on Oct. 17, 1912, 
the complainants appear to have been afforded recon- 
signment at Milwaukee until the middle of December. On 
December 18 the Pere Marquette advised the complainants 
that thereafter coal should be reconsigned at Ludington. 
Its letter to the Elmore Benjamin Coal Co. of this date 
reads, in part, as follows: 


On account of the increase of eastbound business and the 
necessity for using our eastbound yard at Milwaukee for hand- 
ling that traffic, and in order to enable us to promptly switch 
the loads to and from our car ferries, it will be impossible for 
us to hold any coal at Milwaukee, and we are advised by the 
Cc. M, & St. P. Ry. that they have no facilities at Milwaukee 


for holding coal. 
Commencing at once, therefore, it will be necessary for you 


to do all your reconsigning of coal coming over our line at 


Ludington a 
From this letter you will understand that no cars can be 


brought forward to Milwaukee “for beyond’ or “hold for 
orders.’’ The cars must be consigned to their point of final 


destination. 
We have given instructions to Ludington not to forward any 


more cars to Milwaukee, “‘hold for orders,’’ and if the cars come 
forward billed to any point beyond Milwaukee, they will be 
sent to the point to-which they are billed. 

We have received notice to this effect, to-day from the 
Cc. M. & St. P. Ry., who positively refuse té hold any cars in 
Milwaukee on their terminals for reconsignment. 


The notice referred to as having been received by 
the Pere Marquette from the St. Paul is a letter addressed 
on December 17 by the station agent of the St. Paul road 
at Milwaukee to the general agent of the Pere Marquette 
at that point, reading as follows: 


We have received instructions from Mr. E. 8. Keeley, vice- 
president of the C. M, & St. P. Ry., to the effect that the C. M. 
st. P. Ry. Co. will not accept cars of coal from your line 
unless accompanied by billing to final destination, as we are 
not in‘a position to hold cars on our tracks subject to recon- 


signment. 
Cars Held at Ludington. 

Following this all cars of coal consigned to the com- 
plainants were held at Ludington, and the complainants 
were requested to furnish statements of final destination 
at that point. This the complainants refused to do, 
standing on their asserted right to give reconsigning 
orders only after the coal should have been brought to 
Milwaukee. The consequence was that while the carrier 
and the complainants were parleying as to their rights 
in the matter a large number of cars accumulated at 
Ludington during the period from Dec. 18, 1912, until 
Jan. 7, 1913. Prior to the latter date the complainants 
had addressed an informal complaint to the Commission, 
and the suggestion was made that they and the carrier 
arrange for prompt movement of the coal held at Lud- 
ington, and that the matter of the charges be submitted 
to the Commission for its advice. This arrangement was 
adopted, and the coal heid at Ludington was released. 

Under date of Jan. 7, 1913, the Pere Marquette issued 
its tariff, I. C. C. No. 3033, to become effective Feb. 9, 
1913, canceling the preceding tariff, I. C. C. No. 2994, of 
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October 2. This tariff was designed to remove the am- 
biguity in the former one, and to make it clear that there 
should be no reconsignment at Milwaukee. It contained 
in section 5 the express stipulation that no reconsignment 
of bituminous coal would be made at Milwaukee, Mani- 
towoc or Kewaunee, Wis. It also omitted the last por- 
tion of section 7 of the preceding tariff, respecting free 
reconsignment at junction points, under which the com- 
plainants had contended that they were entitled to free 
reconsignment at Milwaukee. Application was made to 
the Commission for the suspension of this tariff, but the 
application was denied. Subsequently the shippers filed 
the formal complaint which is the subject of this pro- 
ceeding. 

Complainants contend that they were entitled to free 
reconsignment at Milwaukee under section 7 of the tariff 
of October 2, I. C. C. 2994, in force during the contro- 
versy. They also challenge the reasonableness of the 
rules of this tariff as construed, compelling the recon- 
signment of their coal at Milwaukee at a charge of $2 
per car unless reconsigning orders were given at Luding- 
ton prior to the arrival of the cars at that point. This, 
of course, includes a protest against the new tariff of 
January 7, which reiterated and made more explicit the 
rules of the preceding one. Complainants also ask rep- 
aration for the damages suffered as the result of the 
alleged unjustifiable holding of their coal at Ludington, 
including reconsignment and demurrage charges paid on 
the cars detained, as well as the tort damages alleged 
to have been caused by the detention and the changed 
conditions of the market for the coal. The complaint 
also embraces a charge of discrimination. It is alleged 
and evidence is offered that during the period of con- 
troversy the defendant, while denying free reconsignment 
to the complainants, brought certain cars of coal owned 
by the complainants’ competitors to Milwaukee and there 
held them for free reconsignment. This charge is used 
in complainant’s brief principally in connection with the 
attack upon the reasonableness of the rules. There is 
no allegation of specific damage suffered by the com- 
plainants as a result of the discrimination charged, nor 
is there in the record any proof of this kind of damage. 


Title Not Well Founded. 


Complainants’ contention that they were entitled to 
free reconsignment at Milwaukee under rule 7 of the 
tariff of Oct. 2, 1912, we are of opinion, is not well founded. 
The first clause of the rule— 

Cars will be reconsigned free from terminal yards to cus- 
tomary deliveries, plus switching charges, if any, as provided 
for in switching tariffs at destination lawfully on file with the 
Interstate Commerce Commission or state commissions tela 
is not applicable to the transportation in the instant case. 
This clause seems to concern the service at the ultimate 
destination, the point of delivery to the consignee, and 
Milwaukee is not such a destination of the traffic in 
question. We are persuaded to this view by consideration 
of the statement as to “switching charges at destination.” 
This meaning is even more clearly evidenced by the use 
of the term “customary deliveries,” which, obviously, 
means deliveries to industries and not, as in the present 
case, delivery to a connecting carrier. 

We are further of opinion that the second clause in 
rule 7, which provides for free reconsignment— 


at junction points to connecting lines where no through rates 
are in effect to points on such connecting lines via such junc- 


tions— 
is also inapplicable because through rates are in effect 
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to the destinations of the shipments in question. While 
it is true that there are no joint through rates published 
by the carriers for shipments to the various destinations 
to which this traffic moves, and beyond Milwaukee it 
pays the full local rate of the outbound carrier, it does 
move on a through rate, namely, the proportional rate 
to Milwaukee. A proportional rate is from its very nature 
nothing else but a part of a through rate. It therefore 
appears that complainants were not entitled under the 
second portion of rule 7 to free reconsignment at Mil- 
waukee. 

It is also argued in complainants’ briefs that they were 
entitled to free reconsignment at Milwaukee because the 
rate of $1.90, while styled a proportional rate, is in effect 
a local rate for transportation to Milwaukee and should 
entitle;the complainants to delivery there of their ship 
ments. Under this premise the diversion would be merely 
a reshipment, and there would be no excuse for levying 
a reconsignment charge. The premise is based on the 
argument that the difference between the proportional 
rate of $1.90 and the local rate of $2.50 is unjust and 
unreasonable. We do not understand that the reasonable- 
ness of these rates is at issue in this case, This being 
so, the tariff must control, and under the tariff the lower 
rate sought by the complaints is undeniably a proportional 
rate. 

Were Complainants Entitled? 


We have next to consider whether the complainants 
were reasonably entitled to any service of reconsignment 
at Milwaukee; and, if so, what is a reasonable rule for 
such reconsignment? 

We have heretofore taken occasion, while pointing out 
the abuses of which reconsignment is susceptible, to sug- 
gest the many advantages and beneficial results from 
the economic and transportation standpoint of this prac- 
tice. Detroit Traffic Asso. vs. L. S. & M. S. Ry. Co., 21 
I. C. C., 257, 259 [Traffic World, July 8, 1911, p. 90]. As 
observed in that case the primary advantages are found 
in the increase in the fluidity and regularity of the 
movement of commodities, the important elimination of 
economic waste in the reduction of the handling of goods 
between the producer and the consumer, the increase in 
celerity of movement, and the facilitation of the direction 
of commodities to the point of most active demand. Our 
observations in that case were directed to conditions 
similar in the main to those of the present case. As there 
indicated, reconsignment has become a very extensive 
practice. 

In Central Commercial Co. vs. L. & N. R. R. Co., 27 
I. C. C., 114 [Traffic World, June 14, 1913, p. 1254], it 
was observed that under section 15 of the act, as amended 
in 1906, this Commission is invested with full authority 
over interstate rates and whatever regulations and prac- 
tices enter into those rates and determine their value 
and availability to individuals or communities. We held 
that under the facts there considered reconsignment and 
diversion on the basis of the through rate from the point 
of origin to new destination, with a fair charge for the 
extra services performed, are reasonable practices, that 
the denial thereof is unreasonable and unlawful, and that 
this Commission has power, in its discretion, to require 
their establishment. 

The defendant here is not seeking to deny the com- 
plainants any reconsignment, but contends that this serv- 
ice should be afforded at Ludington rather than at Mil- 
waukee, and that the complainants should pay for it a 
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charge of $2 per car unless reconsigning orders are 
the hands of its agent at Ludington prior to the arriv.. 
of the cars. The complainants, on the other hand, se 
free reconsignment and at Milwaukee. 


Objections to Defendant’s Position. 


The objections to the defendants’ position that reco: 
signment should be effected at Ludington are, first, th 
its rate, the proportional rate of $1.90, is for a haul t 
Milwaukee, even though it is not expected to make actua 
delivery there. This is the destination as far as th 
movement of the Pere Marquette is concerned. As wa 
pointed out in Detroit Traffic Asso. vs. L. S. & M. S. Ry 
Co., supra, terminal reconsignment, involving holding of 
ears for reconsigning orders, as distinguised from re 
consignments while cars are actually in transit, involves 
reconsignment upon arrival at the original destination 
A carrier may, as a matter of convenience, when its 
terminal tracks are congested, hold cars at some point 
short of destination, provided such a course involves no 
disadvantage to the consignee. Although the Pere Mar- 
quette appears to have more extensive terminal] facilities 
at Ludington than at Milwaukee and the haul between 
these two points is by car ferries rather than the usual 
transit over rails, it surely may not be contended that 
for the present purposes Ludington is the terminal rather 
than Milwaukee. The situation in this regard would seem 
to be no different than if the transit were by all rail 
The proof is that reconsignment at Ludington does cause 
the complainants great disadvantage and inconvenience. 
It is argued that, because of the long delays in transit, 
the fact that cars do not move from the mines to Mil 
waukee in the order in which they are shipped, dis- 
crepancies in weight caused by losses, accidental and 
otherwise, during transit, the deterioration of certain 
grades of the cdal from exposure to the weather during 
the delays, it is necessary for the complainants, in order 
effectively to reconsign the coal, to make some inspection 
before the reconsignment orders are issued. This facility 
they have apparently enjoyed in the past, it having been 
their practice to visit the Pere Marquette tracks at Mil- 
waukee and inspect the coal before reconsigning it. While 
it is true that in general inspection appears not to be 
specifically provided for-in reconsigning tariffs, it would 
seem that it may fairly be regarded under appropriate 
circumstances as an incident of the reconsigning service 
when it involves holding of cars. The complainants 
contend that to expect them to seek this facility at Lud- 
ington, across Lake Michigan, a hundred miles short of 
Milwaukee, where their business is conducted, is, espe- 
cially in view of the roundabout and slow means of com- 
munication between the two cities, unreasonable. In this 
we are of the opinion their position is well taken. 


Service Not Adequate. 


There is also evidence that reconsignment, if afforded 
at Ludington, would not be an adequate or satisfactory 
service. While cars sometimes are brought from Lud- 
ington to Milwaukee in from one to three or four days, the 
records of the movement of the cars in controversy indi- 
cate that in a number of instances the time consumed 
was much longer, amounting in some cases to 12 or 15 
days. At other periods delays were even greater. Under 
these circumstances the complainants, after having elected 
to fill orders by using reconsigning directions for coal 
at Ludington, might suffer considerable embarrassment 
in their business by failure of prompt deliveries to their 
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c.stomers.. Such complication, it would seem, would be 
a\ oided by deferring reconsignment until the coal actually 
arrives in Milwaukee. 

The defendant’s position is that while the other roads 
in. Milwaukee, notably the Chicago, Milwaukee & St. Paul, 
hive large terminals, and so should perform the service 
there, its facilities in Milwaukee are inadequate. It states 
that it has ample facilities at Ludington, and that, con- 
s quently, the service should be there given. In response 
to this suggestion it is to be said that while the traffic 
manager of the Pere Marquette testified generally that 
under present conditions, affording reconsignment of the 
bituminous coal in question would cause congestion on 
the interchange tracks at Milwaukee, there is no sub- 
stantial evidence that serious congestion has resulted in 
the past, even though it appears to be the fact that all 
the holding of cars for reconsigning at Milwaukee was 
done on the interchange tracks of the Pere Marquette. 
The defendant’s contention, therefore, that the practice 
is not a feasible one on its tracks in Milwaukee appears 
to be without adequate foundation in the record. 

The defendant urges as another reason why recon- 
signment should be done at Ludington that it will thus 
be afforded opportunity to avoid out-of-line hauls and the 
payment of intermediate switching charges. For example, 
while the Pere Marquette makes a direct connection with 
the Chicago & Northwestern from its ferry slip at Mani- 
towoc, Wis., interchange with the Northwestern, if the 
traffic is carried through Milwaukee, involves a switching 
movement by the St. Paul road, the charge for which, 
it is testified, is absorbed by the Pere Marquette. In 
this connection it is to be noted that the complainants 
protest against the Pere Marquette’s practice of the past 
of routing cars through Manitowoc rather than Milwaukee 
when a saving to it was thus effected. They aver that 
the defendant has sometimes selected the Northwestern 
when complainants desired another delivering carrier, and 
argue that if defendant carries in its tariff a rate for a 
movement via Milwaukee it is obliged actually to move 
the traffic through the gateway, whether or not it is less 
profitable for it to do so than to send it through another 
one. Under the act the shipper is given the right to 
designate the movement of his shipment. 


Contract Between Roads. 

Although it has not been specifically so argued, the 
contract between the Pere Marquette and the St. Paul 
road for the operation of the interchange tracks at Mil- 
waukee may be deemed to raise a furt®er question as to 
the feasibility of reconsignment by the Pere Marquette 
at Milwaukee. This contract, as indicat@d above, provides 
in general for the performance of the se®vice of switching 
the cars from the Pere Marquette’s ferries to the inter- 
changing tracks and thence to the tracks of the St. Paul 
road by the power and employes of the St. Paul road 
employed for this purpose in behalf of the Pere Marquette. 


Article first of this contract reads as follows: 


That the place where the St. Paul Co. shall receive from 
or deliver to the Marquette Co. any and all cars referred to in 
this agreement is the railroad track (hereinafter called connect- 
ing track) which the Marquette Co. has constructed from its 
ferry slip or dock in the city of Milwaukee to a connection with 
the main-line tracks of the Chicago division of the St. Paul Co.; 
and that (except as provided in section seventh hereof) the 
duties and liabilities of each party as a common carrier of prop- 
erty in transit, shall attach to any car or cars and contents run 
onto said connecting track for delivery to it, so soon as such 
car or Cars is or are run onto said connecting track. and whether 
any notice or shipping directions are or are not given. 


This is interpreted to mean that as soor as a car 
is taken off the ferry and comes to rest on the interchange 





THE TRAFFIC WORLD * 105 


track it is regarded as in the possession of the St. Paul 
road, and is, therefore, a St. Paul car rather than a Pere 
Marquette car. If this provision is to be regarded as 
permanently defining the conditions of operation of this 
track, it would seem that there would be no opportunity 
for holding and reconsigning of cars by the Pere Mar- 
quette, and that such service would necessarily have to 
be performed by the St. Paul road. We are of opinion, 
however, that this provision may not properly prevail to 
this effect. Reconsigning is a service naturally and nor- 
mally to be afforded not by the outbound but by the in- 
bound carrier, and we believe this should be the practice 
in the instant case. At the inception of the present con- 
troversy the St. Paul road refused to receive cars upon 
which a final destination had not been given before de- 
livery to it by the Pere Marquette, and, in our opinion, 
such refusal was justified, apart from other considerations, 
by the fact that its reconsinging tariff, I. C. C. No. B-2507, 
properly interpreted, would not permit it to reconsign the 
ears which are the subject of the present complaint. 

Moreover, cars put upon the interchange’ track at 
Milwaukee may be regarded as “in transit on the rails 
of the Chicago, Milwaukee & St. Paul Railway” only by 
the fiction provided for in the contract. We cannot regard 
this contract as a valid objection to the Pere Marquette’s 
affording the service. Reconsignment is a service which 
the carrier may, under the Act to regulate commerce, be 
properly expected to furnish. The power of Congress to 
regulate interstate commerce is not hampered by contracts 
made in regard to such matters by individuals, but con- 
tracts of that. nature are made subject to the possibility 
that even if valid when made, Congress may be exercising 
its power render them invalid. L. & N. R. R. Co. vs. 
Mottley, 219 U. S., 467. A corporation cannot disable 
itself by contract from the performance of public duties 
which it has undertaken, and thereby make public ac- 
commodation or convenience subservient to its private 
interests. Gibbs vs. Consolidated Gas Co. of Baltimore, 
130 U. S., 396. 

It may also be noted that the contract in question, 
which is dated April 8, 1901, is for a term of five years 
and contains no provision for renewal. While it appears 
to be treated as in effect by both parties to it, it is no 
longer, of course, a contract for a term, and may be 
terminated by either party at will. 


Reconsignment May Cause Congestion. 


Recurring to the suggestion that reconsignment at 
Milwaukee may cause congestion through possible abuses 
in the matter of detention of cars there, it may be said, 
as we observed in Detroit Traffic Asso. vs. L. S. & M. S. 
Ry. Co., supra, that the question of detention is one that 
must be worked out by itself, and it is not reasonable 
that the advantages of reconsignment should be thrown 
away in order to avoid abuses that can be remedied in 


other ways. 

This brings us to the question of the charge for the 
service, Although there are exceptions, it seems to be 
the general practice that, whether reconsignment itself 
is free or at a charge, cars held for reconsignment are 
subject to the usual demurrage or car-Sservice charges 
after they have been held past the free time allowed by 
demurrage rules; and we are of opinion that, whether 
or not reconsignment itself is charged for, if cars are 
held proper demurrage charges may and should apply. 
Moreover, we held in the Detroit case, above cited, that 
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reconsignment involving holding of cars is a service in- 
volving extra labor in handling and clerical work on the 
part of the carrier and that it is an established principle 
that the carrier is entitled to repayment of the cost of 
the service, together with a reasonable profit. In that 
case we held that a reasonable charge for the service 
was $2 per car. We are of opinion that in the instant 
case if the reconsignment afforded involves holding of 
ears the same charge, $2 per car, with the usual de- 
murrage charges after the free time, should be paid. 


Apply Detroit Decision. 


In the Detroit Reconsigning case, 25 I. C. C., 392 
{Traffic World, Dec. 28, 1912, p. 1081], in which we had 
occasion again to consider the reconsigning service at 
Detroit, our attention was called to the practice which 
had grown up on the part of one of the lines entering 
Detroit of notifying consignees of the arrival of their 
cars at a point outside of Detroit, thus enabling the con- 
signee to give a reconsigning order prior to the arrival 
of the car at Detroit. We commended this practice, and 
held that it would be unreasonable and an unjust burden 
on the traffic for the carriers to exact the reconsigning 
charge without undertaking the duty of giving such a 
notice to consignees, thus affording them an opportunity 
of giving disposition orders before the arrival of the cars 
at their destination. We stated, on the other hand, that 
if the coal dealers, having such notice, were not able to 
give their reconsigning orders before the cars reached 
Detroit, it was entirely just and reasonable that they 
should pay the charge for the reconsigning service. We 
believe that this rule properly may be applied in the 
instant case. ‘The Pere Marquette appears to have estab- 
lished the practice of giving a passing notice at Toledo 
regarding reconsignment at Ludington, although provision 
for such notice is not incorporated in its tariff. We are 
of opinion that such provision should be made a part of 
its tariff to the effect that if after receipt of such passing 
notice the shippers fail to give disposition orders before 
the cars reach Milwaukee, they shall be charged for the 
service $2 per car; otherwise the service is to be free. 
This rule, we believe, is justified both as affording a 
proper compensation when reconsignment involves extra 
service by the carriers, and also as tending to avoid 
congestion at the terminal, by inducing the prompt giving 
of disposition orders. While there is controversy as to 
the sufficiency of a passing notice at Toledo for recon- 
signment at Ludington, it would seem that such notice 
would be sufficient if the service were afforded at Mil- 
waukee. If the defendant, for its own convenience on 
account of congestion at Milwaukee, or for any other 
reason, holds cars at Ludington, that is a matter for 
which it cannot reasonably charge the shipper. 


The complainants allege that denial of free recon- 
signment at Milwaukee would constitute unjust discrimi- 
nation against Milwaukee in view of the privilege enjoyed 
at other competing centers, notably Chicago. We find 
that the service there afforded is to some degree the 
result of the rate situation, coal moving in on loeal and 
terminal rather than on proportional rates as at Mil- 
waukee. In such a situation there can be no reconsign- 
ment as the term is properly understood. It may also 
be observed that reconsigning tariffs applicable to the 
coal traffic moving through Chicago under through rates 
show some variety of provision, some carriers allowing 
reconsignment free, with certain holding privileges, while 
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other carriers make a charge unless the reconsigning 
orders are given before the coal reaches Chicago. This 
variety in the rules appears in the tariffs at other points, 
and suggests the necessity and advantage of more uni- 
form rules than now prevail, 


Request for Reparation. 

We have now left for consideration the complainants’ 
request for reparation. As indicated above, they ask for 
a refund of the reconsignment charges and demurrage 
charges paid on their cars at Ludington, and also tort or 
general damages as distinguished from rate damages, 
alleged to have been suffered because of the detention 
of the cars at Ludington and the changed conditions of 
the market. 

Considering these questions in the reverse order, it 
is to be observed that as to the general damages the 
defendant raises the question of the Commission’s juris- 
diction, and at the hearing made no showing regarding 
the damages, but reserved the right to apply for further 
hearings if the Commission should take jurisdiction. The 
question of jurisdiction we have discussed in Joynes vs. 
P. R. R. Co., 17 I. C. C., 361 [Traffic World, Jan. 15, p. 58], 
and more recently in Hillsdale Coal & Coke Co. vs. P. 
R. R. Co., 23 I. C. C., 186 [Traffic World, April 27, 1912, 
p. 821]. In the present case we shall do no more than 
refer to our conclusions in these cases, since, apart from 
the jurisdictional question, we believe that here there 
should be no award of damages of this nature. 

This conclusion we rest on the general principle of 
the law of torts that one who suffers a tort injury must 
use reasonable diligence to avoid or minimize his loss. 
It appears from the record that the complainants had 
some notice of the accumulation of their cars at Lud- 
ington, and were at least put upon notice as to the. de- 
tention. It seems, therefore, that when the defendant 
took the position that the cars should not be moved from 
Ludington until reconsigning orders were given there, the 
complainants, even though they regarded this position 
unjustifiable, might have temporarily acceded, given the 
reconsigning orders, sold or delivered their coal, and so 
avoided the loss which is alleged to have resulted, saving, 
at the same time, their right to have the question of the 

lawfulness of the defendants’ conduct determined by this 
Commission. The obligation of reasonable diligence to 
avoid loss, we believe, required such a course on their 
part, and in its absence we are of opinion that we may 
not properly award compensation for such losses, if any, 
as actually resulted from the detention. 


Claim for Refund. 


This principle conceivably might be extended to de- 
feat complainants’ claim for refund of the demurrage 
charges. We believe, however, that this claim more prop- 
erly should be determined in the light of the principles 
stated by this: Commission as specifically applicable to 
contests as to the lawfulmess of demurrage charges ex- 
acted under circumstances similar to those of the instant 
case. It is to be said, first, that we find in accordance 
with the views previously expressed herein that the de- 
tention of complainants’ cars at Ludington during the 
period of controversy was unjustifiable. Without passing 
on the much controverted issue as to whether the Pere 
Marquette had in the past reconsigned cars at Milwaukee, 
which, from all the evidence, seems, especially in view 
of the defendant’s declarations contained in the letters of 
its agent to the complainants in September and December, 





1212, 
under 
recon 
entitl 
thoug 
chare 
perm 
rules 
for t 
made 
done 
as Pp 
agen 
to Pp 
More 
opin: 
not | 
ice | 
quet 
beer 
sign: 
undé¢ 
ever 
cars 
shot 
bee! 
ears 


nes! 
to | 
bec: 
put 
195. 
tha: 
leas 
pen 
rep 


We 
ing 
wit 
of 
aut 
Lu 
un 
tit] 
the 


ret 
fal 
the 
co! 
er 


fo 








ing 
hig 
its, 
ni- 


- wen TT 








J: nuary 17,.1914 


1/12, at least an open question, we are of opinion that 
under rule § and the general provisions of the defendants’ 
reconsigning tariff I. C. C. 2994, the complainants were 
entitled to the reconsigning service at Milwaukee, al- 
though they would have been compelled to pay for it the 
charge of $2. Defendant argues that this tariff did not 
permit reconsigning at Milwaukee, because under: the 
rules of this Commission it would have been necessary 
for the Chicago, Milwaukee & St. Paul road to have been 
made a party to the tariff, since all the reconsigning was 
done by the St. Paul employes. Regarding the service 
as performed by the employes of the St. Paul road as 
agents of and in behalf of the Pere Marquette, we fail 
to perceive that there would be any. such necessity. 
Moreover, for the reasons indicated above, we are of 
opinion that the contract between the two roads would 
not have been an obstacle to the performance of the serv- 
ice at Milwaukee by, or in the name of, the Pere Mar- 
quette road. The complainants’ demand seems to have 
been that the cars be brought to Milwaukee for recon- 
signment, and also that they be reconsigned there free 
under rule 7 of the tariff. There is some evidence, how- 
ever, to the effect that they demanded merely that the 
cars be brought to Milwaukee before the disposition orders 
should be given. This latter demand we find to have 
been warranted, and that the defendant’s holding of the 
ears at Ludington short of destination was unjustifiable. 
We have held that in case of dispute as to the reasonable- 
ness of established rates the complainant is not entitled 
to a refund of demurrage charges which have accrued 
because of his refusal to accept delivery pending the dis- 
pute. Coombs vs. C., M. & St. P. Ry. Co., 13 I. C. C., 192, 
195. If, however, the delivering carrier demands more 
than the lawfully established rate the consignee is re- 
leased from the obligation to pay demurrage during the 
pendency of the dispute, and the Commission may award 
reparation to the amount of the demurrage charges so 
paid. Porter vs. St. L. & S. F. R. R. Co., 15 I. C. C., 1, 5. 
We are of opinion that the defendants’ wrong in compell- 
ing reconsignment at Ludington is analogous to and falls 
within the principle of the case of the attempted exaction 
of more than the lawful rate. While there was tariff 
authority for the collection of $2 for reconsigning at 
Ludington, we are of opinion, as indicated above, that 
under the tariff the complainants would have been en- 
titled, on payment of the charge, to the performance of 
the service at Milwaukee. This latter facility, reconsign- 
ment at Milwaukee, defendant denied. This wrong of the 
refusal of a facility lawfully demandable under the tariff 
falls, we believe, within the principle of the rule as to 
the exaction of more than the lawful rate, and we find, 
consequently, that the demurrage charges were improp- 
erly assessed and must be refunded. 


We find the adjudication of the complainants’ claim 
for refund of the reconsigning charges paid a difficult 
matter. We have held above that the reasonable rule is 
that a reconsignment should be afforded at Milwaukee, 
but free of charge only if disposition orders are given 
prior to the arrival of the cars, conditioned upon passing 
notice sufficiently in advance to permit him to avoid the 
charge of $2 by the prompt giving of reconsignment 
orders. There is evidence that in the cases of some of 
the cars on which charges were paid at Ludington, the 
passing notice given from Toledo did not reach com- 
plainants in sufficient time to have permitted complain- 
ants, even though they had acted with promptness, to have 


THE ‘TRAFFIC WORLD 107 


given the reconsigning orders at Ludington prior to the 
arrival of the cars. With respect to cars which arrived 
at Ludington in less than this time, we are of opinion 
that the impossibility, irrespective of what may have 
been the complainants’ conduct, of avoiding the charge is, 
under our conclusion as to the reasonable rule, sufficient 
ground to find that charges paid under the circumstances 
mentioned, were improperly assessed and should be re- 
funded, and we do so find. 

As to cars on which the notice was sufficient, however. 
we can make no such finding. Undér our holding as to 
the reasonable rule, the condition precedent to free re- 
consignment is the giving of the reconsigning order prior 
to the arrival of the car. While under the peculiar cir- 
cumstances of the case our finding in this regard can 
be only’ an assumption, it does seem evident from the 
record that had the cars been moved by the defendant 
through to Milwaukee without holding at Ludington the 
complainants would not have given disposition orders 
prior to their arrival. Any other assumption, we believe, 
is contradicted by the history of the complainants’ de- 
mand and their present contention. According to the 
testimony, they had in the past never given orders prior 
to the arrival of the cars, and after the present contro- 
versy arose their demand was that the cars be brought 
to Milwaukee and held awaiting the giving of orders. In 
this view they would have paid the charge at Milwaukee 
under the reasonable view now stated. Their damage, 
consequently, lies in the difference between the value of 
the reconsignment service to them at Milwaukee and at 
Ludington. We have no evidence upon which to measure 
such damage, and are, consequently, unable to make a 
finding in this regard. 


Charge of Discrimination. 


There still remains another feature of the complaint, 
which involves a question of damages, namely, the charge 
of discrimination by the defendant in bringing coal to 
Milwaukee for competitors of the complainants and hold- 
ing it there for reconsignment while denying the service 
to the complainants. The defense to this charge is that 
no discrimination has been proven, and that the arrange- 
ment under which coal of the other companies was brought 
to Milwaukee was a legitimate one. It is said, moreover, 
that if coal was held at Milwaukee for reconsignment the 
Pere Marquette had nothing to do with the transaction. 
These issues are not for determination in this particular 
proceeding, but should receive other consideration. If 
discrimination of the kind charged is to be regarded as 
established, it does not go, as the complainants appear 
to argue, to the reasonableness of the reconsigning rules 
themselves. This leaves the question of reparation. The 
complainants have not definitely alleged specific damage 
suffered as a result of the discrimination charged. As- 
suming, however, that the issue of damage is raised by 
them with sufficient clearness, we do not find supporting 
proof of damage attributable to this particular alleged 
injury. Under the law there is no fixed measure of dam- 
ages in favor of a shipper compelled to pay a higher rate 
than his competitor, and for private wrongs for which 
private injury is inflicted the compensation recoverable 
by the injured shipper is measured by the damages actually 
sustained and proved. P. R. R. Co, vs. International Coal 
Mining Co., 230 U. S., 184. In the present case we find 
no damages proved as a result of the alleged injury, and 
consequently no reparation can be awarded in this regard. 
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Complainant and defendant should submit to the Com- 
mission an agreed statement of fact showing the amount 
of reparation due in accordance with these findings. 

An order will be entered in accordance with our con- 
clusions stated above. 





ORDER. 

These cases being at issue upon complaints and an- 
swers on file, and having been duly heard and submitted 
by the parties, and full investigation of the matters and 
things involved haYing been had, and the Commission 
having, on the date hereof, made and filed a report con- 
taining its findings of fact and conclusions thereon, which 
said report is hereby referred to and made a part hereof: 

It is ordered, That the above-named defendants be, 
and they are hereby, notified and required to cease and 
desist, on or before March 15, 1914, and for a period of 
not less than two years thereafter to abstain, from their 
present practice with respect to the reconsignment of 
interstate carload shipments of bituminous coal consigned 
to Milwaukee, Wis. 

It is further ordered, That said defendants be, and 
they are hereby, notified and required to establish, on or 
before March 15, 1914, upon notice to the Interstate Com- 
merce Commission and to the general public by not less 
than five days’ filing and posting in the manner prescribed 
in section 6 of the Act to regulate commerce, and for a 
period of not less than two years after said March 15, 
1914, to maintain and apply to the interstate carload ship- 
ments of bituminous coal consigned to Milwaukee, Wis., 
and delivered to defendants at Toledo, O., a reconsignment 
rule tg the effect that the'defendants shall give the con- 
signee at Milwaukee prompt and reasonable notice of the 
passing of such cars at Toledo, and if after such reason- 
able notice the orders for reconsignment to points beyond 
Milwaukee are not received at Milwaukee prior to the 
arrival of the cars there the charge for reconsigning shall 
be $2 per car; otherwise such reconsignment service shall 
be without additional charge. 

And it is further ordered, That allowance of repara- 
tion herein be deferred pending presentation of evidence 
as to the amount due. 


RATES FOR FUEL OIL 
CASE NO. 3447 (28 I. C. C., 661-664) 
FAIRMONT CREAMERY CO. VS. ATCHISON, TOPEKA 
& SANTA FE RAILWAY CO. ET AL. 


Submited Nov. 3, 1911. Decided Dec. 3, 1913, 

Rates for the transportation of fuel oil in carloads from Sugar 
Creek, Mc., to Omaha, Crete, and Grand Island, Neb., found 
to be unreasonable.. Reasonable rates prescribed for the 
future. 

Hainer & Smith and E. J. McVann for complainant. 

D. L. Meyers for Atchison, Topeka & Santa Fe Rail- 
way Co. 

R. B. Scott for Chicago, Burlington & Quincy Railroad 

Co. 

J. C. Jeffery, H. G. Herbel and H. J. Campbell for 

Missouri Pacific Railway Co. 

L. J. Eastin for St. Joseph & Grand Island Railway Co. 


Report of the Commission. 
BY THE COMMISSION: 


Complainant is a corporation engaged in the manu- 
facture and sale of dairy products, with principal place of 
business at Omaha, Neb: In its complaint it alleges that 
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defendants’ rates for the transportation of fuel oil in tar} 
cars from Sugar Creek, Mo., to Omaha, Crete and Gra: 
Island, Neb., are unreasonable and unjustly discriminatory. 
In the complaint reparation was asked, but at the hearing 
complainant waived reparation, stating that it was inter- 
ested only in the establishment of a reasonable rate f: 
the future. 

Complainant’s plants are located at Omaha, Crete 
and Grand Island, and the power necessary to operate the: 
is obtained through the burning of fuel oil as a steam 
producing agency. During the year 1910 complainant used 
at the three stations named more than 1,000,000 gallons 
of fuel oil. 

The rates per 100 pounds from Sugar Creek, the dis 
tances and the revenue per ton-mile are as follows: 


— 


Revenue per 

Rate, Distance, ton-mile 

To— Cents. Miles. Mills 
CE a we Sa caer en * 4 ate deeeda nl 13 204 12.74 
ie a PE SPs Pee Te OTe ee opis 19 214 17.76 


Gta Bis 0 5e k'0.4 0% b'< weak cewun 29.1 324 17.9¢ 

Complainant contends that the rates to Omaha and 
Crete should not exceed 7 cents and to Grand Island 10% 
cents. Comparisons are made with rates applicable to 
like traffic between points in Central Freight Association 
and Southern territories, and from Buffalo, N. Y., Coffey- 
ville, Kan., and Lander, Wyo., to Omaha. A considerable 
portion of complainant’s testimony was devoted to a com 
parison of the rates on fuel oil with rates on coal, and 
exhibits were filed showing that as compared with the 
rates on coal the rates on fuel oil from Sugar Creek to 
Omaha, Crete and Grand Island are relatively higher than 
in eastern territories. While fuel oil may, to a certain 
extent, be used in place of coal, the circumstances and 
conditions surrounding the movement of these commodities 
are so dissimilar that comparisons of this nature are not 
of great value. It is also well known that the general 
level of rates east of the Mississippi River is lower than 
that west thereof. 

Sugar Creek is on the Atchison, Topeka & Santa Fe 
and the Kansas City Southern railways, and it is neces 
sary for the lines north of Kansas City to absorb the 
switching charges of the lines which haul the traffic from 
Sugar Creek to Kansas City, a distance of about 10 miles. 
Defendants called attention to the fact that tank cars 
used in transportation of this commodity must be returned 
empty from the destinations. 

Petroleum and its products are rated fifth class in the 
Western Classification. The fifth class rate from Sugar 
Creek to Omaha is 16 cents, while the commodity rate 
on petroleum and its products is 13 cents, The commodity 
rate on petroleum and its products from Sugar Creek to 
Crete is the same as the fifth class rate, or 19 cents. The 
commodity rate of 29.1 cents from Sugar Creek to Grand 
Island is equal to the combination of a commodity rate 
of 13 cents to Lincoln, Neb., plus a commodity rate of 
16.1 cents beyond. 

The tendency of the Commission in recent cases has 
been to classify the various petroleum products to a lim- 
ited extent and to establish lower rates on such low- 
grade products as fuel oil, road oil, etce., than are con- 
temporaneously maintained on the higher grade of prod- 
ucts, such as gasoline, kerosene, naphtha, etc. In National 
Refining Co. vs. M., K. & T. Ry. Co., 23 I. CG. G., 527 
[Traffic World, June 8, 1912, p. 1148], it appeared that 
the carriers maintained from Muskogee, Okla., to Coffey- 
ville, Kan., a rate of 17 cents on refined oil, and at various 
times during the period covered by the complaint rates 
of 10, 12 and 15 cents on crude oil. In that case the 
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(Commission decided that the rate for the transportation 
of the cheap by-product known as the light ends of 
petroleum oil ought not to exceed the rate on crude oil 
by more than 2 cents per 100 pounds. ¥ 

In Central Commercial Co. vs. A., T. & S. F. Ry. Co., 26 
I. C. C., 373 [Traffic World, April 5, 1913, p. 750], it appeared 
that the defendants maintained a rate of 33.1 cents per 
100 pounds for the transportation of petroleum and its 
products from Coffeyville, Kan., to Hastings, Neb., a 
distance of 480 miles. In its general application to the 
products of petroluem this rate had been under attack 
in National Refining Co. vs. M. P. Ry. Co., 24 I. C. C., 315 
Traffic World, July 20, 1912, p. 143], and was not found 

be unreasonable. In the Central Commercial case, 
supra, however, the Commission held that the rate of 
33.1 cents as applied to petroleum residuum or road oil 
was unreasonable and unjustly discriminatory as com- 
pared with rates to certain other points to the extent 
that it exceeded 21 cents. This residuum or road oil 
was also referred to in the record as fuel oil or fluxing 
oil, and we understand that it is the same commodity 
which is involved in the present case. 

In Acme Cement Plaster Co. vs. St. LL. & S. F. R. R. 
Co., 22 I. C. C., 283 [Traffic World, Jan. 27, 1912, p. 152], 
the Commission found that defendants’ former rates of 
19 and 22.5 cents per 100 pounds on fuel oil from Sapulpa; 
Okla., to Acme, Tex., a distance of 292 miles, were unrea- 
sonable to the extent that they exceeded the subsequently 
established rate of 15 cents, which was a blanket rate 
extending to points as far distant from Sapulpa as Sabine, 
Tex., 566 miles. 

The rates here in question do not appear to bear any 
definite relation one to the other. As has been noted, the 
rate to Omaha is 3 cents less than the fifth class rate, 
the rate to Crete is the same as the fifth class rate, while 
the rate to Grand Island, which is also less than the fifth 
class rate, is made up of the combination of commodity 
rates on petroleum and its products to Lincoln and beyond. 

Upon consideration of all the facts of record, we are 
of opinion that the rates in issue are unreasonable as 
applied to the transportation of fuel oil, and that defend- 
ants should be required to establish and maintain for 
the future rates for the transportation of fuel oil in car- 
loads whieh shall not exceed 11 cents per 100 pounds to 
Omaha, 12.5 cents per 100 pounds to Crete, and 19 cents 
per 100 pounds to Grand Island. 

It will be noted that the rates prescribed for the fu- 
ture do not bear the same relationship one to another as 
the present rates on petroleum products, but this is due 
to the fact that the present rates bear no logical relation 
one to another. The rates above prescribed will give 
the carriers substantially the same ton-mile earmifigs to 
Crete and Grand Island, and by reference to the present 
rates it will be noted that they now receive approximately 
the same ton-mile earnings for the haul to both points. 

Although petroleum and its products are rated fifth 
class under the Western Classification, it has been the 
practice of carriers in this territory to fix commodity rates 
lower than the class rates between points where there 
is any considerable movement of petroleum, and these 
commodity rates. have come to be the normal rates, in 
comparison with which other rates for the transportation 
of petroleum oil and its products in this territory are to 
be measured. Therefore, in establishing the new rate to 
Crete, which involves a greater relative reduction than 
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in the rate to Omaha, we have considered that the fifth 
class rate is not the normal basis for petroleum and its 
products in the territory involved. 


An appropriate order will be entered. 





ORDER. 


This case being at issue upon complaint and answers 
on file, and having been duly heard and submitted by the 
parties, and full investigation of the matters and things 
involved having been had, and the Commission having, on 
the date hereof, made and filed a report containing its 
findings of fact and conclusions thereon, which said report 
is hereby referred to and made a part hereof: 


It is ordered, That the above-named defendants be, 
and they are hereby, notified and required to cease and 
desist, on or before March 1, 1914, and for a period of 
not less than two years thereafter to abstain from charg- 
ing, demanding, collecting or receiving their present rates 
for the transportation of fuel oil in carloads from Sugar 
Creek, Mo., to Omaha, Crete and Grand Island, Neb., which 
said rates are found in said report to be unreasonable. 

It is further ordered, That defendants the Atchison, 
Topeka & Santa Fe Railway Co., the Kansas City Southern 
Railway Co., the Missouri Pacific Railway Co. and Chi- 
cago, Burlington & Quincy Railroad Co. be, and they are 
hereby, notified and required to establish, on or before 
March 1, 1914, upon notice to the Interstate Commerce 
Commission and the general public by not less than five 
days’ filing and posting in the manner prescribed in sec- 
tion 6 of the Act to regulate commerce, and for a period 
of not less than two years after March 1, 1914, to main- 
tain and apply to the transportation of fuel oil in carloads 
from Sugar Creek, Mo., to Omaha, Neb., a rate not in excess 
of 11 cents per 100 pounds, which said rate is found in 
said report to be reasonable. 

It is further ordered, That defendants the Atchison, 
Topeka & Santa Fe Railway Co., the Kansas City Southern 
Railway Co., the Missouri Pacific Railway Co. and Chi- 
cago, Burlington & Quincy Railroad Co. be, and they are 
hereby, notified and required to establish, on or. before 
March 1, 1914, upon notice to the Interstate Commerce 
Commission and the general public by not less than five 
days’ filing and posting in the manner prescribed in sec- 
tion 6 of the Act to regulate commerce, and for a period 
of not less than two years after March 1, 1914, to main- 
tain and apply to the transportation of fuel oil in carloads 
from Sugar Creek, Mo., to Crete, Neb., a rate not in 
excess of 12.5 cents per 100 pounds, which said rate is 
found in said report to be reasonable. 

And it is further ordered, That the Atchison, To- 
peka & Santa Fe Railway Co., the Kansas City South- 
ern Railway Co., the Chicago, Burlington & Quincy Rail- 
road Co., and the St. Joseph & Grand Island Railway Co. 
be, and they are hereby, notified and required to estab- 
lish, on or before March 1, 1914, upon notice to the Inter- 
state Commerce Commission and the general public by 
not less than five days’ filing and posting in the manner 
prescribed in section 6 of the Act to regulate commerce, 
and for a period of not less than two years after March 
1, 1914, to maintain and apply to the transportation of 
fuel oil in carloads from Sugar Creek, Mo., to Grand 
Island, Neb., a rate not in excess of 19 cents per 100 
pounds, which said rate is found in said report to be 
reasonable. 
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MOLASSES RATES FROM MOBILE, ALA. 


1. & S&S. DOCKET NO. 329 (28 1. C. C., 666-672) 
Submitted Dec. 10, 1913. Decided Jan. 5, 1914. 


Proposed rate of 15 cents per 100 pounds on imported black- 
strap molasses from Mobile, Ala., to East St, Louis, Ill, and 
St. Louis, Mo., not having been shown to be in violation of 
section 3 of the act, the suspension of that rate will be 
vacated upon its republication in the form suggested by the 
Commission. 


R. V. Fletcher for Illinois Central Railroad Co. 
Sydney R. Prince for Mobile & Ohio Railroad Co. 
Cassoday, Butler, Lamb & Foster for feed manufac- 
turers. 
Report of the Commission. 


BY THE COMMISSION: 

By order, entered Oct. 24, 1913, the Commission sus- 
pended from Nov. 8, 1913, until March 7, 1914, item 2 
on page 3 of supplement 3 to Washburn’s tariff, I. C. C. 
No. 114. The suspended item publishes a rate of 15 cents 
per 100 pounds on “molasses, blackstrap, low grade, in 
tank cars (when imported from Cuba, unloaded into stor- 
age tanks and reshipped from storage tanks), estimated 
weight 11.7 pounds per gallon, agreed to be of value of 
8 cents or less per gallon, C. L., minimum weight capacity 
of tank,’ from Mobile, Ala., to East St. Louis, Ill, and 
St. Louis, Mo., via the Mobile & Ohio Railroad. The 
suspension was made upon protest by the Illinois Central 
Railroad Co. and the Louisville & Nashville Railroad Co. 
Hereinafter the lines just mentioned will be referred to 
as the protestants and the Mobile & Ohio as the respond- 
ent. The material allegations of the protest were as 
follows: 

1. That the proposed rate of 15 cents is too low 
for the service rendered and will inevitably compel the 
reduction of rates upon this article via the lines of the 
protestants, not only from New Orleans to St. Louis and 
East St. Louis, but from New Orleans to Ohio River cross- 
ings and points beyond, particularly to Owensboro, Ky., 
Evansville, Ind., Louisville, Ky., Cincinnati, O., Chicago, 
Ill., Detroit, Mich., and other points; that the carriers 
serving these cities from New Orleans already receive 
inadequate income from their business, and the reduction 
in rates from New Orleans, which would follow the estab- 
lishment of the 15-cent rate from Mobile, would subject 
such carriers to unnecessary loss in revenue and compel 
them to impose an improper burden upon shippers of other 
commodities. 


2. That the effect of the proposed rate published by 
the respondent will be to discriminate in favor of one 
shipper, C. U. Snyder & Co. of Chicago; that no other 
person will be able to derive any advantage from this 
rate; that there now exist at the port of Mobile no tank 
facilities suitable to receive this product from tank ships; 
the under the conditions affecting the movement of this 
traffic it can be handled only in tank ships and in huge 
stationary tanks upon the docks at the ports, and that the 
only tank which will be available at Mobile will be the 
one which will be built by C. U. Snyder & Co. 


3. That the effect of this rate will be to discriminate 
against and prevent the shipment of this commodity from 
New Orleans, unless protestants and other New Orleans 
lines reduce their rates to correspond with the unrea- 
sonably low rate which is the subject of this investigation. 

In addition to the formal protest above described, a 
number of letters were received from Louisiana shippers, 
protesting against the 15-cent rate from Mobile to St. 
Louis, and from shippers who propose to purchase this 


traffic at Mobile, requesting that the rate be permitt:d 
to become effective at the earliest possible date. A hear. 
ing has been had, and the material facts of record may he 
summarized as follows: 


Uses of Blackstrap. 


The manufacture of animal foods in the United States 
is an industry of somewhat recent origin. This induser 
uses immense quantities of the lowest grade of molasses, 
commonly known as blackstrap. In the United States 
there are but two sources of supply of this commodity— 
that produced in connection with the cane sugar industry, 
which comes almost entirely from Louisiana plantations, 
and that produced in connection with the beet sugar in 
dustry, which comes for the most part from Michigan 
Wisconson and Colorado. The manufacture of animal 
foods has expanded so rapidly that within the past couple 
of years many of the food manufacturers have found it 
necessary to close their factories from time to time, be- 
cause. the domestic supply of blackstrap has been insuffi- 
cient to meet the requirements of the trade. It is stated 
of record that the requirements of the animal-food manu- 
facturers for the year 1914 will be approximately 250,009 
tons of blackstrap, and that the domestic sugar producers 
will be unable to supply more than 160,000 tons of this 
commodity, thus leaving the available supply about 90,000 
tons below the probable demand. 

With these conditions in mind, Mr. C. U. Snyder, of 
C. U. Snyder & Co., visited members of the trade in 
January, 1913, for the purpose of ascertaining whether 
they were inclined to assist him in efforts to obtain an 
additional. supuly of blackstrap from Cuba. Following 
these interviews, in February, 1913, he made a trip to 
Cuba to determine the conditions there existing with re- 
spect to this commodity and the price at which it could 
be obtained f. o. b. some Gulf port in the United States. 
After his visit to Cuba he again called upon members of 
the trade, and was encouraged to proceed with his plans 
for the importation of Cuban blackstrap. It then became 
necessary for him to determine at what rates it would be 
possible to move this traffic from the ports and what 
facilities existed at the ports for its transshipment. 

This commodity is transported from Cuba to the 
United States in tank steamers. At the port it is neces- 
Sary to erect a tank, into which the blackstrap may be 
pumped from the tank steamer. While in this tank the 
blackstrap is gauged and tested by the revenue officers 
of the United States government, and the duty thereon is 
assessed. Later it is pumped into tank cars and shipped 
to various destinations in the United States. 


Carriers Had No Facilities. 


Mr. Snyder found that the existing rate from the ports 
of Mobile and New Orleans to St. Louis was 21 cents. He 
also found that the carriers at the ports had no tank 
facilities for storage of this commodity and that it would 
be necessary for anyone engaging in the importation 
thereof to build his own tank. After some negotiations, 
in June, 1913, respondent’s freight traffic manager told 
Mr. Snyder that he would recommend to his superior offi- 
cers the publication of a rate of 15 cents on imported 
blackstrap from Mobile to St. Louis and East St. Louis. 
This recommendation was submitted to respondent’s vice- 
president in charge of traffic and to the president, and 
was approved by those officers. On July 3, 1913, Mr. Sny- 
der was advised that respondent would publish the 15- 
cent rate, 


The publication was delayed until September 29 for 
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several reasons. The carrier did not deem it necessary 
to publish the rate until it was assured that Mr. Snyder 
would make arrangements to import the traffic through 
Mobile. In due course, Mr. Snyder contracted for the 
erection of a tank on respondents’ property adjacent to 
its docks at Mobile, the land for this purpose having been 
leased to Mr. Snyder at an annual rental of $480, said 
to be equal to 6 per cent of the value of the land so leased. 
The lines for which agent Washburn publishes tariffs were 
advised by him, about July 25, that respondent proposed 
to publish the 15-cent rate; and thereupon certain lines, 
including protestants, asked for a conference with re- 
spondents officials for the purpose of dissuading them 
from publishing that rate. Respondent acceded ito these 
requests, and there were several conferences upon the 
subject, but it was not persuaded to change its intention, 
and the rate was published on Sept. 29, 1913. 

The facts do not support protestants’ allegation that 
the negotiations between Mr. Snyder and the Mobile & 
Ohio were conducted in such manner as to give an im- 
proper advantage to Mr. Snyder through advance in- 
formation that the 15-cent rate would be published. 
Shortly after it had announdced its intention to pub- 
lish a 15-cent rate from Mobile, respondent notified its 
connections into New Orleans that it would be glad 
to join in the publication of a similar rate from New 
Orleans, and it has at all times since the inception of 
this proposition been ready and willing to rent land 
in its terminals at Mobile to any other shippers who desire 
to erect tanks for the purpose of importing molasses. 

Discrimination Claimed. 

It is also urged by protestants that the establishment 
of the 15-cent rate from Mobile will result in discrimi- 
nation against New Orleans shippers. Undoubtedly it 
is true that if the rate is not reduced from New Or- 
leans, the New Orleans shippers of domestic and im- 
ported blackstrap will be at a disadvantage of 6 cents 
per 100 pounds as compared with the shippers. from 
Mobile, for the reason that the rate from New 
Orleans to St. Louis is 21 cents. It is not shown, 
however, that the discrimination is one which is pro- 
hibited by the act to regulate commerce. Respondent 
has its own rails from Mobile to St. Louis and East St. 
Louis. It has an undoubted right, under the act to, 
to publish, in the manner and form provided by law, 
any reasonable rate on any commodity between those 
points, regardless of the objections of carriers which 
lead from other points. Respondent does not reach 
New Orleans and cannot publish a rate from that point 
without the concurrence of connecting carriers which 
reach New Orleans. Inasmuch as respondent is in such 
a position that it cannot, by its own authority, estab- 
lish a rate from New Orleans to St. Louis, although it 
is willing to join in a 15-cent rate from New Orleans to 
St. Louis on both domestic and imported blackstrap, it 
cannot be said that it subjects shippers at New Orleans 
to undue prejudice or disadvantage within the meaning 
of section 3 of the act. 

As to the remaining ground urged by protestants, 
it is not clear under what authority they expect the 
Commission to prevent the reduction of a rate over 
the Mobile & Ohio for the purpose of conserving the 
revenues of other carriers. The testimony upon this 
point of the traffic officials of the Illinois Central; 
Louisville & Nashville; and Nashville, Chattanooga & 
St. Louis, is substantially as follows: Almost without 
exception the same rates obtain from Mobile and New 
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Orleans to St. Louis. If the 15-cent rate is permitted 
to become effective from Mobile, it will be necessary 
for the New Orleans lines to meet that rate, and thereby 
suffer heavy losses in revenue, or to permit the New 
Orleans shippers to remain at a disadvantage as com- 
pared with shippers from Mobile. 

The reasonableness of the 21l-cent rate from New 
Orleans is not in issue in this proceeding. Neverthe- 
less, in view of the evidence and contentions of the 
protestants, certain comparisons of rates noted of record 
are pertinent. The protesting lines maintain a number 
of import rates to St. Louis and Chicago, which are 
equal to or less in cents per 100 pounds than the 15- 
cent rate from Mobile. They maintain, for example, 
rates of 10 cents to Chicago and 13 cents to St. Louis 
on clay; 11% cents to Chicago and 14 cents to St. Louis 
on pig lead; 11 cents to both points on magnesite; 11.6 
cents to Chicago and 14.5 cents to St. Louis on chrome 
ore; 15 cents to both points on hemp or jute waste; 15 
cents to both points.on brewers’ rice and 18 cents to 
Chicago and 15 cents to St. Louis on sisal. . 

This so-called blackstrap is the residue which is 
left after all of the sugar and of the edible molasses 
has been extracted from the cane. It is the lowest 
grade of molasses, is nonedible, and cannot be used 
in the manufacture of any edible product, except in 
connection with some of the higher grades of molasses 
which have already been extracted from the cane and of 
which the blackstrap is refuse. Substantially the entire 
domestic product of blackstrap is used in the production 
of animal] foods, as above stated. The contracts so far 
made by Mr. Snyder are generally based upon a value 
at the port of 6 cents per gallon, and it is said that 
the Louisiana product sells for about the same figure 
at New Orleans. 


Application of Rates. 

The 2l-cent rate maintained by protestants from 
New Orleans to St. Louis applies not only to black- 
strap but to all of the higher grades of molasses, whether 
shipped in tank cars or in packages suitable for use 
by the retail trade. In other words, it is a rate under 
which protestants transport commodities worth five 
or six times as much per gallon as the blackstrap. Pro- 
testants maintain a domestic rate of 17 cents from New 
Orleans to St. Louis on refined sugar, which is the most 
valuable product obtained from the cane, and contempor- 
aneously maintain a rate of 21 cents on blackstrap, 
which is the residue of least value from the manufacture 
of sugar; and although they maintain a rate of 17 cents 
on refined sugar, they assert that a rate of 15 cents 
from Mobile to St. Louis on blackstrap is so low that 
it ought to be prohibited. Protestants also maintain a 
carload rate of 15 cents on salt from New Orleans to 
St. Louis, and a domestic rate of 18 cents on petroleum 
and its products from St. Louis to New Orleans and 
Mobile. The domestic rate on refined sugar from 
Mobile to St. Louis is 16 cents. 

The distance from Mobile to St. Louis via the Mobile 
& Ohio Railroad is 657 miles and via the Louisville & 
Nashville Railroad about 800 miles. The distance from 
New Orleans to St. Louis via the short line is 700 miles 
and to Memphis 395 miles. Protestants maintain a rate 
of 10 cents on blackstrap from New Orleans to Memphis. 

The 2l-cent rate from New Orleans to St. Louis 
applies also from practically all of the sugar plantations 
in Louisiana. From many of the plantations on the 
Texas & Pacific west of New Orleans the rate to New 
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Orleans is 7 cents: As to traffic from these plantations 
beyond New Orleans, protestants shrink their divisions 
of the 2i-cent rate so as to give the originating line, 
for its haul up to New Orleans, at least 6 cents per 
100 pounds, thereby leaving to the lines beyond New 
Orleans not in excess of 15 cents for the transportation 
to St. Louis. Some of the lines have established transit 
privileges at New Orleans, under which the shippers are 
permitted to store the blackstrap at that point and 
reship it to destination at the through rate from point 
of origin to ultimate destination. 

While respondent is a party to the tariff which 
names the 21i-cent rate from New Orleans, that line 
has received a very small proportion of the New Or- 
leans-St. Louis traffic, for the reason that two of its 
competitors, the Louisville & Nashville and the Illinois 
Central, have their own rails the entire distance from 
New. Orleans to St. Louis, and they are not inclined to 
turn over to a connecting line for transportation to St. 
Louis traffic which has originated on their own rails. 


Why Rate Was Published. 


Respondent’s officials have stated quite fully the 
reasons which led them to publish the 15-cent rate on 
blackstrap. Mr. Snyder convinced them that it would 
be impossible for him to induce the movement of a 
considerable tonnage through Mobile unless the rate 
to St. Louis was as low as 15 cents. Inasmuch as 
there are sugar plantations on respondent’s line and 
there had been no importation of the commodity through 
Mobile, it appeared to respondent’s officials that the 
publication of a rate which would induce the movement 
of a considerable amount of traffic over their line would 
result in revenue which would be substantially a net 
gain, in view of the fact that it would not displace any 
existing traffic on their line, but would induce the 
movement of new traffic at little additional expense. 

It was also brought to their attention that it would 
be necessary in the sale of this product at St. Louis to 
meet the competition of the beet refuse produced in the 
beet-sugar industry; and that from points of production 
in Wisconsin and Michigan, approximately the same 
distance from St. Louis as is Mobile, the lines leading to 
St. Louis from those states maintain rates of 12 cents. 
They also considered the fact that the Louisville & 
Nashville maintains a rate of 15% cents on blackstrap 
from New Orleans to Owensboro, Ky., a distance of 789 
miles; and that the New Orleans lines maintain a rate 
of 17 cents on refined sugar from New Orleans to St. 
Louis. 

A considerable number of feed manufacturers have 
contracted for the purchase of imported Cuban black- 
strap to be shipped through the port of Mobile. Sub- 
stantially all of these contracts are based on a price 
f. o. b. Mobile, the freight rate beyond that point being 
borne by the purchaser of the blackstrap. While a num- 
ber of these contracts were made prior to the publi- 
cation of the 15-cent rate, a number were made after 
that date, upon the assumption that the 15-cent rate 
would become effective on the date shown in the tariff. 
Under these contracts deliveries are to commence Jan 
1, 1914, and to continue throughout the year. 

Upon the facts of record we are unable to find that 
the proposed rate will be unduly preferential or preju- 
dicial within the meaning of section 3 of the act, or 
that there is any other ground for continuing the present 
suspension. It appears that as a practical matter this 
traffic cannot be handled except through a tank erected 
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at the port, and it is on this account that the propos:d 
rate is. stated in the form above quoted. In order, 
however, that there may be no discrimination between 
shippers, we are of opinion that the item in question 
should be revised so that the 15-cent rate will be ap 
plicable to imported blackstrap molasses in tank cars, 
whether imported from Cuba or other countries, and 
whether unloaded into storage tanks and reshipped from 
such tanks or transferred direct from vessel to tank car. 
As so amended, the rate--will be open to any shipper 
who may be able to arrange for transfer direct from 
steamer to tank car. Respondent may make effective, 
upon three days’ notice, a tariff canceling the suspended 
item and republishing the 15-cent rate in the form above 
prescribed. When this has been done an order vacating 
this proceeding will be issued. 











GRAIN ELEVATORS AT KANSAS CITY 


CASE NO. 5218 (28 I. C. C., 664-665 
OMAHA GRAIN EXCHANGE VS. ATCHISON, TOPEKA 
& SANTA FE RAILWAY CO. 

Submitted July 25, 1913. Decided Dec. 8, 1913. 


It appearing that certain irregularities and discriminations al- 
leged to exist in connection with the ownership and opera- 
tion of grain elevators by the carriers serving Kansas City 
have been removed since the present complaint was filed: 
upon motion of defendants, concurred in by complainant, 
who is satisfied with the proposed basis of future operation 
by lease, details of which have been: filed with the Com- 
mission, complaint dismissed without prejudice to any future 
investigation by the Commission into any or all phases of 
these matters either upon its own motion or upon complaint. 


Edward P. Smith and C. D. Sturtevant for complainant 

Herbert S. Hadley for defendants., 

Henry G. Herbel for Missouri Pacific Railway Co. 

J. M. Souby for Kansas City Southern Railway Co 

N. S. Brown for Wabash Railroad Co. and receivers 

O. W. Dynes for Chicago, Milwaukee & St. Paul Rail 
road Co. 

W. F. Dickinson for Chicago, Rock Island & Pacifi 
Railway Co. 

H. G. Wilson for Board of Trade of Kansas City, in 
terveners. 

Report of the Commission. 


CLEMENTS, Commissioner: 

The complaint in this case alleges, in substance, that 
certain of complainant’s members, who have, at their own 
expense, built terminal elevators for the handling of grain 
at Omaha, South Omaha and Council Bluffs, are being 
unlawfully discriminated against in favor of dealers in 
Kansas City, because of the practice of the defendant car- 
riers in erecting, or causing to be erected, elevators at 
Kansas City and either leasing them to dealers there at 
an unduly low rental or operating them themselves or 
through subsidiary corporations, and in giving certan fre« 
or preferred service to shippers using them and shipping 
out over the owning carriers’ lines. In case of the sub- 
sidiary companies the carriers make up any deficit in 
operation. This practice is alleged by complainant to be 
not only unduly discriminatory, but to be otherwise unlaw- 
ful, and in effect the giving of rebates to the Kansas City 
lessees, users and shippers. The prayer of the complaint 
is that the defendants be required either to operate their 
Kansas City elevators themselves, without discrimination 
in charges or services between shippers, or to dispose 
of their interests therein. The shipping interests of-Kan- 
sas City have intervened. 

At the hearing it was shown by the defendant carriers 
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hat subsequent to the filing of the complaint an appraisal 
of these elevators had been made by three disinterested 
elevator engineers and contractors and that they have 
been or will be leased to regulator elevator companies 
t a rental based upon that valuation, except those owned 
y the Wabash and Kansas City Southern railways, which 
vill be operted by those carriers direct, without the inter- 
ention of any subsidiary operating companies. These 
eases have been filed with the Commission. 

The proposed basis of future operation is said by 
omplainant to be satisfactory to it and to remove its 
cause of complaint, and it has therefore joined the de- 
frendants in their request that the complaint be dismissed. 

An order in dismissal of the complaint will be entered, 
subject to any future investigation which the Commission 
nay desire to make upon any phase of these matters 
either on its own initiative or upon complaint. 


GLUCOSE RATE PRESCRIBED 
CASE NO. 5387 (28 L. C. C., 673-676) 
NATIONAL SYRUP CO. VS. CHICAGO & NORTHWEST- 
ERN RAILWAY CO. ET AL. 


Submitted May 10, 1913. Decided Dec. 2, 1913. 
Rate on glucose of 23% cents per 100 pounds from Chicago, IL, 


to St. Joseph, Mo., found unreasonable and rate of 18% 

cents prescribed for the future. 

Frank Lyon for complainant. 

R. B. Scott for Chicago, Burlington & Quincy Railroad 
Co. 

T. J. Norton and A. A. Hurd for Atchison, Topeka & 
Santa Fe Railway Co. 

J. G. Morrison and Winston, Payne, Strawn & Shaw 
for Chicago Great Western Railroad Co. 

W. F. Dickinson and Wallace T. Hughes for Chicago, 
Rock Island & Pacific Railway Co. 

C. C. Wright for Chicago & Northwestern Railway Co. 


Report of the Commission. 


HARLAN, Commissioner: 

Prior to 1912 the corporate name of the complainant 
herein was the National Manufacturing Co., and under 
that title it complained of the rates on syrup from St. 
Joseph and Missouri River points to western destinations. 
National Mfg. Co. vs. A., T. & S. F. Ry. Co., 23 I. C. C., 79. 
[Traffic World, April 6, 1912, p. 686.] But it was defi- 
nitely shown upon the record in that proceeding that the 
complainant’s trouble was not with the rates on syrup 
to those markets, but grew out of the fact that the price 
of the glucose used by it in making the syrup is arbitrarily 
fixed by the commercial interests that control its manu 
facture. Wherever it may be used in this general ter- 
ritory and whether manufactured by the so-called trust 
or by independent concerns, the price demanded for glu- 
cose is the Chicago price plus the rate from Chicago. In 
consequence of this condition of affairs the complainant, 
although it then secured its glucose at Keokuk, from 
which point the rate to St. Joseph is but 18% cents, was 
nevertheless compelled to pay the Chicago price plus 
23% cents per 100 pounds, that being the rate from Chi- 
eago to St. Joseph. This situation put the complainant 
at a disadvantage, because its competitors at Chicago get 
their raw glucose there without any attendant freight 
charges and at the same time enjoy from that point the 
same rate on syrup to the Pacific coast that is exacted 
by the carriers from St. Joseph. We found, however, that 
this disadvantage resulted from the location of the com- 
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plainant’s plant and from commercial conditions not 
within our control and that did not grow out of the rates 
of which complaint was made. The complaint was dis- 
missed. 

In this proceeding the same interests, under the new 
corporate title, are now questioning the reasonableness of 
the rate on gluccse from Chicago to St. Joseph; and the 
situation developed on the record emphasizes the fact 
found in the original report, namely, that it is the location 
of its plant and the commercial control of the price of 
glucose that are working adversely to the complainant’s 
interests. The complainant does not use the 2314-cent rate 
from Chicago of which it is now complaining. Its raw 
glucose at the present time is obtained at Clinton, from 
which the carriers demand 18% cents. The rate attacked 
is therefore not the rate applicable to the transportation 
service performed for the complainant, but is simply a 
factor that arbitrarily enters into the price of the com- 
modity when consumed at St. Joseph. It is true the com- 
plainant also alleges that the rate on glucose from Clinton 
to St. Joseph is unreasonable; but, so long as these com- 
mercial conditions continue, whatever we may find with 
respect to the Clinton rate, the Chicago rate will control 
the price of glucose purchased at Clinton for use at St 
Joseph. 

The Chicago rate is therefore the main point of at- 
tack here. It is alleged to be unreasonable in and of 
itself and unduly discriminatory because (a) the same 
rate is charged on syrup, the manufactured product, as is 
charged on glucose, the raw material; (b) the rate charged 
on glucose, the manufactured product, is 70 per cent 
greater than the rate charged on corn, the raw material, 
while between other points the spread is much less: (c) 
higher rates are charged on glucose than on other com- 
modities that cannot be transported at so low a cost as 
glucose. The testimony in support of these contentions 
may be summarized as follows: 

In the South and East a lower rate is charged on 
glucose than on syrup, but in the territory west of the 
Missouri River glucose takes the same rate as syrup; and 
this adjustment enables the competitors of the complain- 
ant to ship corn syrup into St. Joseph at the same rate 
the complainant must pay on his raw material. Corn 
syrup is composed of 90 per cent glucose and 10 per cent 
refiners’ syrup, and when thus blended the finished prod- 
uct is attractively labeled and shipped out in tin cans 
and bottles; in this form its value in the open market 
is increased by about 40 per cent. Glucose averages about 
15 per cent higher in value than corn. Although corn 
syrup is shipped in box cars and glucose generally in tank 
cars, the freight rate on the two commodities is the same 
in this territory. 

In addition to these facts reference was made on the 
hearing to State of Iowa vs. A. C. L. R. R. Co. 241. G. C,, 
134 [Traffic World, June 29, 1912, p. 1298], where we 
reduced the rate on glucose from Chicago to Edgewater, 
a point in New York Harbor, from 24 cents to 20 cents, 
the rate on corn between the same points being 16 cents. 
Using this rate of 20 cents to New York, as established 
by the Commission, for the purpose of comparison, the 
complainant attacks the glucose rate of 23% cents from 
Chicago to the Missouri River, the rate on corn between 
the same points being 13% cents. 

The carriers on the other hand urge that corn syrup 
is nothing more or less than glucose flavored with re- 
finers’ syrup, and indeed, under pure-food inspection de 
cision No. 87, glucose may be labeled “corn syrup.” They 
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also show that there has been a parity of rates as be 
tween the two commodities since 1898. There are west 
of the Mississippi River other manufacturers of syrup 
who use glucose as the basis of their product and, so 
far as we are advised, they are not contesting the rela- 
tionship of rates as between glucose and corn or as 
between glucose and corn syrup. The complaint here is 
the first and only complaint that has been made to us, 
either as to this relation of rates or as to the reasonable- 
ness per se of the rates on glucose from Chicago to west- 
ern points of consumption. Moreover, while the partic- 
ular complainant gets his glucose in tank cars, it does 
not appear how shipments of that commodity are made 
to other syrup factories. The record shows that the ag- 
gregate shipments to Missouri River points and Colorado 
in 1907 were 27,500 tons. No later statistics seem to be 
available, although we are under the general impression 
that the traffic is increasing. The complainant during 
1911 and 1912 received 72 carloads of glucose, of which 
58 were in tank cars and 14 in box cars. The former 
averaged 87,000 pounds in weight and the latter 41,000 
pounds. 

The record is not broad enough to give us any ex- 
planation of the failure of other manufacturers of syrup 
and users of glucose in this western territory to join with 
the complainant in attacking these rates or to make inde- 
pendent complaints of their own; and we are left in some 
doubt as to the side on which their interest in this contest 
may fall. Possibly they may be materially affected by 
a disturbance of an adjustment that has continued for 
sO Many years. Moreover, it is probably true, as was 
urged by the defendants, that any reduction in this rate 
would simply result in diminishing their revenues without 
being of any help tothe complainant. The record shows that 
the glucose sold by the complainant is purchased f. o. b. 
its factory and, while we understand that the Chicago 
rate enters into the price, it is by no means certain that 
the interests in control of the manufacture of glucose 
will reduce their price to correspond with any reduction 
that may be made in the rate from Chicago to St. Joseph. 
If it suits their purposes to maintain a parity in price as 
between glucose and syrup, they are in a position to do 
so notwithstanding any rate order that we may enter. 
Moreover, whatever rate we may fix on glucose from 
Chicago to St. Joseph, the complainant to that extent 
will be at a disadvantage with its competitors,-too large 
apparently for it to overcome by any shrinkage of its 
profits. Nevertheless in the case cited we reduced the 
rate on glucose between Cliicago and New York from 24 
cents to 20 cents. The latter rate yields 4.38 mills per 
ton per mile for a haul of 912 miles. This is one of the 
reasons urged here for a reduction of the 23%4-cent rate 
between Chicago and St. Joseph to 15 cents. The earn- 
ings under the present rate are 1 cent per ton per mile 
for a haul of 469 miles. There are, of course, material 
differences in the condition of transportation and the 
density of traffic east and west of Chicago; but, making 
due allowance for all these matters, we think it clear 
that the present rate of 23% cents from Chicago to St. 
Joseph cannot stand. The carload earnings under that 
rate are per tank car $204 and per box car $96, using 
as a basis the average weights given by complainant. Un- 
der a rate of 18% cents the rate per ton per mile would 
be 7.8 mills and the carload earnings would be $161 
and $75.85 in tank cars and box cars, respectively. More- 
over, although the intrinsic value of corn syrup is but 
15 per cent greater than that of glucose, nevertheless by 
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reason of the manner in which it is prepared for tab): 
consumption its market value as above shown is very 
substantially in excess of the value of glucose. 

All things considered, we are of the opinion and find 
that the present rate of 23% cents has been shown to 
be unreasonable and excessive and that the rate ought 
not for the future to exceed 18% cents per 100 pounds. 
The rate from Clinton must also be readjusted, but there 
is no sufficient basis of record for an order respecting 
movements from that point..-It will be so ordered. 





ORDER. 

This case being at issue upon complaint and answers 
on file, and having been duly heard and submitted by 
the parties, and full investigation of the matters and 
things involved having been had, and the Commission 
having, on the date hereof, made and filed a report con 
taining its findings of fact and conclusions thereon, which 
said report is hereby referred to and made a part hereof: 

It is ordered, That the above-named defendants be, 
and they are hereby, notified and required to cease and 
desist, on or before March 1, 1914, and for a period of 
not less than two years thereafter to abstain, from charg- 
ing, demanding, collecting or receiving their present rate 
for the transportation of glucose in carloads from Chicago, 
Ill., to St. Joseph, Mo., which said rate is found in said 
report to be unreasonable. 

It is further ordered, That said defendants be, and 
they are hereby, notified and required to establish, on 
or before March 1, 1914, upon notice to the Interstate 
Commerce Commission and to the general public by not 
less than five days’ filing and posting in the manner pre- 
scribed in section 6 of the Act to regulate commerce, and 
for a period of not less than two years after said March 
1, 1914, to maintain and apply to the transportation of 
glucose in carloads from Chicago, IIl., to St. Joseph, Mo., 
a rate not in excess of 18% cents per 100 pounds, which 
said rate is found in said report to be reasonable. 


CHICAGO SWITCHING CHARGES 


|. & S. DOCKET NO. 242 (28 I. C. C., 677-680) 


Submitted Oct. 9, 1913. Decided Jan. 6, 1914. 
Proposed increase in rates on interstate shipments of coal from 


Chicago, Ill, to Ravenswood, Ill., and reduction of amount 

of absorption on such shipments by line carriers found not 

to be justified and suspended tariffs required to be with- 

drawn. 

M. F. Gallagher for protestants. 

R. H. Widdicombe and H. W. Beyers for Chicago & 
Northwestern Railway Co. 

George H. Crosby for Chicago, Burlington & Quincy 
Railroad Co. 

Frank A. Spink for Belt Railway of Chicago. 

O. W. Dynes for Chicago, Milwaukee & St. Paul Rail 
way Co. 

Howard T. Ballard for New York Central lines and 
Baltimore & Ohio Railroad Co. 

James Stillwell and A. P. Burgwin for Pennsylvania 
lines. 


James Cameron for Grand Trunk Railway system. 


Report of the Commission. 
McCHORD, Commissioner: 
Upon a formal complaint of Gilmore & Co. vs. C. & 
N. W. Ry. Co., 25 I. C. C., 403 [Traffic World, Jan. 11, 1913, 
p. 114], it was held that on carload shipments of coal to 
consignees at Rose Hill, Ill., rates of 20 cents per net ton 
on bituminous and 10 cents per net ton on anthracite coal 
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in excess of the charges for similar transportation to Ra- 
venswood, Ill., a point about 1% miles south of Rose Hill, 
and nearer Chicago, was an unjust discrimination against 
Rose Hill‘'and that a proper spread between said points 
should. not be in excess of 5 cents per net ton. In that 
case we said—“this will afford the delivering carrier com- 
pensation for the slightly additional service performed by 
it, and will not require any change in the existing bound- 
aries of the Chicago switching district.” At that period 
and for some time previous Ravenswood was under the 
Chicago through rate, the line-haul carriers absorbing on 
bituminous coal $6 per car of the switching charges or 
local rate from Chicago to Ravenswood, which was at 
that time 20 cents per ton. The rate to Rose Hill is made 
on combination of the rate to Chicago plus the local of 
30 cents per net ton thence to Rose Hill. Of this rate 
the coal-carrying roads absorb $4 per car of 80,000 pounds 
or less and 10 cents per ton additional on cars of over 
80,000 pounds. 

On anthracite coal absorption of the switching charges 
of the Chicago & Northwestern to both Rose Hill and 
Ravenswood was provided to the extent of $4 per car, 
regardless of weight the difference in rate being the re- 
sult of the spread in the locals. In an attempted com- 
pliance with the order of the Commission in the case 
referred to, instead of lowering the Rose Hill rate, the 
respondents raised the Ravenswood local to 25 cents, and 
at the same time the line-haul carriers filed tariff cancel- 
ing the through rate and reducing the absorption on 
bituminous coal from $6 to $4 per car, the effect of all 
of which was to put Ravenswood on a basis of 15 cents 
and 5 cents per net ton higher on bituminous and anthra- 
cite, respectively, than points immediately south of and 
in competition with Ravenswood, by means of wagon and 
motor truck deliveries. In this situation Zipf Brothers 
Coal Co., located at Ravenswood, protested against the 
new tariffs becoming effective, alleging that they would 
result in an illegal discrimination, in that their immediate 
competitors, of which there were many, would be upon 
a basis of 15 cents per net ton lower, which would prac- 
tically eliminate protestant from the business. It appears 
that the chief interest of this concern is with the soft-coal 
rates. Complaint as to the proposed rates was also made 
by the Chicago Coal Dealers’ Association. 

The respondents seek to justify the manner in which 
they attempt to comply with the Commission’s order in the 
Rose Hill case by asserting that if they should reduce 
the Rose Hill rate to within 5 cents of the present Ravens- 
wood rate, it would result in too great a spread between 
Rose Hill and Rogers Park, and other points immediately 
north, and subject them to the same complaint they en- 
countered in the Rose Hill and the instant case. This 
argument, however, is extraneous to the issue, which is 
whether the proposed rates to Ravenswood are reasonable. 
The fact that another complaint might possibly arise out 
of the same general situation is not a controlling factor 
in the determination of that question, as cases of alleged 
undue preference or prejudice must be adjudged upon 
their respective merits. To substantiate the reasonablie- 
ness of the advanced rates respondents offer testimony 
tending to show that what is known as the Chicago switch- 
ing district really ends at Deering, though the map filed 
with the Lowrey tariff, to which respondents are parties, 
indicates that only the inner zone of the switching district 
terminates at or near Deering, while the outer zone ex- 
tends much farther north and takes in Ravenswood and 





THE TRAFFIC WORLD 115 





other points several miles above Ravenswood. Respondents 
say, however, that the switching district proper extends 
no farther north than to the many manufactories to be 
found in and around Deering; that farther north the resi- 
dential section is reached, and that the same reason for 
a lower rate does not exist in this section, because with 
reference to commodities transported to such sections the 
cars must be returned empty, affording no revenue, while 
the cars going into the manufacturing section are, in most 
cases, reloaded, and thereby furnish revenue on the re- 
turn trip. It is furthermore contended that after reaching 
Deering, on consignments to Ravenswood and points far- 
ther north, on account of the congested condition and the 
heavy passenger train service, it is necessary to divert 
this freight traffic from the short line and carry it out 
as far as Mayfair, Ill, and there take an entirely dif- 
ferent line, both as to train service, style of engine, and 
crew, by reason of the fact that coal for Cuyler, Ravens- 
wood, Rose Hill and points north must be handled from 
off an elevation, necessitating a lighter train, two more 
men to the crew, and a great loss of time in operation, 
all of which must be done during the day, due to the fact 
that suburban residents object to operating that line at 
night. All of this, say respondents, justifies a greater 
charge for switching services than that in effect at Deering 
and points within the inner zone. This argument is worthy 
of consideration, although it is to be noticed that the 
Chicago & Northwestern has been handling this coal 
traffic for Ravenswood and points north for many years on 
the basis of 20 cents per net ton, and this respondent 
only discovers the fact that it is a more expensive service 
than similar transportation to Deering, after it becomes 
necessary to either lower its Rose Hill rate or increase 
the Ravenswood rate to meet the order of the Commission. 
Where a particular rate has been in effect for several 
years, the presumption is that it is a compensatory rate 
and it will not be disturbed except upon proof that present 
conditions are such as to demand it. Further than this, the 
protestants show by the respondents’ own witnesses that 
at the present time, and for some time past, coal has 
been delivered on the Chicago rate basis to many other 
points outside of Chicago and farther removed therefrom 
than Ravenswood by several miles. Respondents endeavor 
to meet this by showing that consignments for these 
points come in at Forty-ninth street and are taken to 
destinations without going through the congested district 
at all, but when we consider the distances to which such 
traffic must be carried under some, if not all, of the same 
conditions, we do not think that respondents’ efforts suf- 
ficiently meet the discrimination sought to be made by 
the suspended tariffs. 


With reference to the tariffs of the line-haul carriers, 
whereby the through rate, or application of the Chicago 
basis, is withdrawn and the absorption on consignments 
to Ravenswood is reduced from $6 to $4 per car, we fail 
to find sufficient evidence to justify such a change, nor 
have these respondents filed briefs specifying any reason 
why the proposed rates should be allowed to become 
effective. Likewise, we are of the opinion that the con- 
templated increase in the local rate would work a dis- 
advantage and an unjust discrimination against Ravens- 
wood. It is our conclusion that the defendants have 
failed to sustain the burden cast upon them of showing 
the reasonableness of the proposed increase, and an order 
will be entered directing that the suspended rates be 
withdrawn. 
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RATES OVER CIRCUITOUS ROUTES 


ORDER. 


It appearing, That on March 24, 1913, the Commission 
entered upon an investigation concerning the propriety 
of the increases and the lawfulness of the rates, charges, 
regulations and practices stated in schedules contained 
in tariffs designated as follows: The Baltimore & Ohio 
Railroad Co., supplement No. 9 to B. & O. R. R. coal and 
coke series, I. C. C. No. 722; Chicago & Northwestern 
Railway Co., supplement No. 14 to I. C. C. No. 7279; Chi- 
cago, Indiana & Southern Railroad, supplement No. 8 to 
I. C. C. No. 1540; the Cleveland, Cincinnati, Chicago & 
St. Louis Ry. Co., supplement No. 8 to I. C. C. No. 5950; 
Erie Railroad Co., supplement No. 9 to I. C. C. No. A-4415; 
the Lake Shore & Michigan Southern Ry. Co., supplement 
No. 8 to I. C. vu. No. A-2802; Michigan Central Railroad 
Co., supplement No. 9 to I. C. C. No. 4131; the New York, 
Chicago & St. Louis Railroad Co., supplement No. 6 to 
I. C. C. No. 3217; Pennsylvania Lines West of Pittsburgh, 
I C. Cc. No, F-43833, and the Wabash Railroad Co., supple- 
ment No. 8 to I. C. C. No. 2815, and subsequently ordered 
that the operation of said schedules contained in said 
tariffs be suspended until Jan. 30, 1914; 

It further appearing, That on July 23, 1913, the Com- 
mission entered upon an investigation concerning the 
propriety of the increases and lawfulness of the rates, 
charges, regulations and practices stated in schedules con- 
tained in tariffs designated as follows: Chicago, Bur- 
lington & Quincy Railroad Co., supplement No. 14 to 
C., B. & Q. I. C. C. No. 10688; Grand Trunk Railway sys- 
tem (lines west of Detroit and St. Clair rivers), supple- 
ment No. 12 to G. T. L. W. I. C. C. No. A-1459, and sub- 
sequently ordered that the operation of said schedules be 
suspended until May 27, 1914; 

It further appearing, That a full investigation of the 
matters and things involved has been had and that the 
Commission on the date hereof has made and filed a re- 
port containing its findings of fact and conclusions thereon, 
which said report is hereby referred to and made a part 
hereof: 

It is ordere, That the carriers respondents herein and 
designated in the tariffs described in order of suspensior. 
entered July 23, 1913, be, and they are hereby, notified 
and required to cancel, on or before Feb. 20, 1914, the 
rates and charges stated in said orders of suspension. 


It is further ordered, That respondents named in tar- 
iffs suspended in said order of July 23, 1913, shall continue 
in force for a period of not less than two years from 
the date hereof and apply to the transportation of coal 
from the points of origin named in such tariffs to Ravens- 
wood, Ill., rates and charges not in excess of those ap- 
plicable to such traffic in effect on July 29, 1913. 

And it is further ordered, That the carriers respond- 
ents herein and designated in the tariffs described in 
order of suspension entered June 3, 1913, be, and they 
are hereby, notified and required to establish, on or before 
Feb. 20, 1914, upon not less than five days’ notice to the 
Interstate Commerce Commission and the general public 
by filing and posting in the manner required by section 
6 of the Act to regulate commerce, and for a period of 
not less than two years after said Feb. 20, 1914, to main- 
tain and apply to the transportation of coal in carloads 
from the points of origin named in the schedules covered 
by said orders of suspension to Ravenswood, IIl., the rule 
respecting the absorption of charges beyond Chicago and 
rates and charges not in excess of those in effect on 
March 31, 1913. 
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THE TRAFFIC SERVICE NEWS BUREAI 
Colorado Building, Washington, D. 


Arguments were made on January 10 in the complaint 
of P. L. Conquest & Son et al. against the Seaboard an 
others by H. Earlton Hanes, for the complainants, and 
C. D. Drayton, for the carriers; the Daniels & Fishe: 
Stores Co. et al..against the Colorado & Southern, b) 
Thomas R. Woodrow and H. A. Scandrett, and the We! 
lington Mines Co. against the Colorado & Southern and 
others, by Halstead L. Ritter and Mr. Woodrow. The 
complaints of the Pueblo Commerce Club against the 
Denver & Rio Grande and the Aetna Powder Co. against 
the Wabash were submitted without argument on brief. 

The Conquest case involves rates on low-grade lum- 
ber from Chester, Va., to points in Ohio, Pittsburgh and 
interior eastern points. The Daniels & Fisher Stores Co. 
complaint is against rates on cotton and shoddy blankets, 
cotton sheets and pillow cases, L. C. L., from Atlantic 
Seaboard territory via ocean and rail, and from St. Louis 
to Denver. 

The Wellington Mines case is expectionally inter- 
esting because it brings in question the reasonableness 
of a rate of $3 per ton on zinc ore from Breckenridge, 
Colo., to Denver as part of a through rate to Bartles- 
ville, Okla., which was put in instead of a $1.50 rate 
after the Colorado Supreme Court decided that the Colo- 
rado & Southern must operate the branch between Den- 
ver and Breckenridge, even if it is not absolutely a 
profitable branch. The Colorado & Southern sought to 
close it for 22 miles, thereby forcing the ore to move 
over a circuitous route of 306 miles instead of the direct 
route of 110 miles. When forced to restore service the 
rate was doubled. Rates on other commodities were 
also increased, but not in the same degree. 


TAP-LINE CASES 





THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


In the United States Supreme Court, on January 12, 
the tap-line cases were advanced and set for argument on 
February 24, after the cases which have previously been 
assigned for that date. 

These cases are officially known as the following: 

829—The United States et al., appellants, vs. Louisi- 
ana & Pacific Railway Co. et al. 

830—Atchison, Topeka & Santa Fe Railway Co., ap- 
pellant, vs. Louisiana and Pacific Railway Co. et al. 

831—The United States et al., appellants, vs. Wood- 
ward & Louisiana Central Railway Co. et al. 

832—The Atchison, Topeka & Santa Fe Railway Co. 
et al, appellants, vs. Woodward & Louisiana Central 
Railway..Co. et al. 

833—The United States et al., appellants, vs. Mans 
field Railway & Transportation Co. et al. 

834—The Atchison, Topeka & Santa Fe Railway Co. 
et al., appellants, vs. Mansfield Railway & Transporta- 
tion Co. et al. 

835—-The United States et al., appellants, vs. Victoria, 
Fisher & Western Railroad Co. et al. 

836—Atchison, Topeka & Santa Fe Railway Co. et al.. 
appellants, vs. Victoria, Fisher & Western Railway Co. 
et al. : 

837—The United States et al., appellants, vs. Butler 
County Railroad Co. 
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January 17, 1914 


THE TRAFFIC WORLD 


The Open Forum 


A department for the use of patrons and friends of The Traffic World in the discussion of the 
topics which every progressive traffic man, whether manager or clerk, 
has to consider—Contributions are welcomed 


DELAY IN ADJUSTING CLAIMS 





Referring to your editorial in your January 3, 1914, 
issue, relative to delay in adjustment of the freight claims: 

We wish to state that this is one of the hardest 
propositions’ that we have to deal with, and we would 
like to see some ruling made whereby the railroad com- 
panies are required to adjust overcharge and loss and 
damage claims promptly. 

We realize that in some cases the transportation com- 
panies are unable to get information upon which to pay 
laims promptly, and that in a great many cases claims 
are not properly supported. However, claims that are 
not properly supported should be returned to shippers 
promptly, with advice as to documents desired. In our 
experience we find that in most cases the delay is on the 
part of the transportation company in failing to handle 
the claim promptly or endeavoring to evade payment. 
We would suggest that the Commission require the trans- 
portation companies to write the claimant every thirty 
days, advising status of the claim under investigation, 
also showing that the claim is receiving the necessary 
attention. If the transportation companies were required 
to do this, they would probably adjust their claims more 
promptly in order to get away from the additional work 
that it would necessitate. 

J. E. Decker & Sons, 
R. L. Ellis, Traffic Manager. 


Mason City, Ia., Jan. 5, 1914. 


LOSS AND DAMAGE CLAIMS 





A. M. Campbell, traffic secretary, Merchants’ and 
Manufacturers’ Association of Milwaukee, has prepared an 
article supplementary to the one published in THe TRAFFIC 
WorLD of December 27 on “Loss and Damage Claims,” 
which will appear in the January issue of Civics and 
Commerce, the official organ of the association. In view 
of the interest attaching to the matter at the present 
time, the paper is given, as follows: 

Referring to article in December Civics and Com- 
merece, on “Loss and Damage Claims,” there seems to 
be a slight misunderstanding as to the proper interpreta- 
tion of paragraph 3, section 3, of the uniform and standard 
bills of lading. 

This paragraph provides that “claims for loss, dam- 
age and delay must be filed within four months after 
late of delivery, or, in case of non-delivery, then within 
four months after a reasonable time for delivery to be 
effected.” 

The railroads seem to have overlooked the fact that 
claims for loss, or failure to make delivery, are exempt 
and covered by provision, “then within four months after 
a reasonable time for delivery has elapsed.” 

Section 445, “The Law of Carriers” (Hutchinson), the 


“Geun einer fiir ein Blatt geachrieben hat, so wird er ein guter Freund des Blattes.” 








highest recognized authority, under contracts limiting 
liability, provides as follows: 


“How where damage has resulted from carrier’s de- 
lay—Effect of failure to make delivery—Conversion.— 
Since-the purpose of these conditions is to afford the 
earrier a prompt opportunity to investigate the nature 
and extent of an alleged injury to the goods, they will 
be construed as referring only to claims for injuries to 
the goods themselves and not to claims for damages 
arising from a decline in their market value, due to a 
delay by the carrier in sénding them forward. Nor can 
the carrier insist on the performance of a condition that 
notice of claim shall be presented within a certain time 
after the goods have arrived at their destination where 
they have never in fact arrived at such point. - So, where 
the carrier has been guilty of a conversion of the goods, 
he cannot escape liability on the ground that the owner 
failed to present a notice of his claim according to the 
contract of shipment.” 

It would seem under these conditions the only claims 
subject to the four-month limit, are those of damage to 
property. aa 

The court decisions sustaining limitations in bills 
of lading are élastic, in that the conditions may be en- 
forced, but not that they must be. This would seem to 
be the view of the courts. Section 444 provides under 
“Carrier may waive benefit of such conditions, viz.: 

“A condition requiring that notice of claim must be 
presented within a certain time, being intended for the 
benefit of the carrier, he may, either expressly or by 
conduct inconsistent with an intent to rely upon it, waive 
the benefit of the condition. Thus if the carrier by his 
conduct should induce the owner to delay the presentment 
of the notice until after the time fixed for presénting it 
had expired, he would not be permitted to escape tlia- 
bility on the ground that the notice of claim was not 
presented within the stipulated time.” 


The effect of neglect to enforce this rule has been 
to lull the shipping public to a sense of security, and, in 
accordance with this provision, the carrier would not. be 
permitted to escape liability on the ground that the notice 
of claim was not presented within the stipulated time. 

It is suggested that members of the association, who 
desire, send to the traffic secretary all claims that have 
been returned to them declined by the transportation 
lines, who is firmly of the opinion that the railroads will 
conclude to adjust all such claims on the grounds of 
equity and public policy, asidé from their well-known 


ability to determine to their own satisfaction, there is 


no legal obstacle in the way. 


The well-known objection, “discrimination,’»¢annot be 
brought forward as an argument, as to pay all such claims 
now pending, is to treat all alike, whereas a refusal now 
is a discrimination, as many such claims have been paid 
that were presented subsequent to others that are now 
being declined. 
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MONTANA DISTRIBUTING RATES 


Under date of Dec. 27, 1913, the Railroad Commis- 
sion of Montana issued an order in the proceeding 
initiated by itself against the Northern Pacific, Great 
Northern, Chicago, Milwaukee & St. Paul, Butte, Ana- 
conda & Pacific, Oregon Short Line and Chicago, 
Burlington & Quincy. This was for the purpose of de- 
termining the reasonableness of the present distributing 
rates now in effect from Butte, Helena, Great Falls, 
Missoula, Billings and certain other points within Mon. 
tana from which distributing rates are now in effect. 





It has been the custom of the companies, and the 
practice in all western states, to publish two separate 
and distinct scales of class rates for local state move- 
ment, and frequently for interstate movements. One 
scale is for providing rates on 10 classes under West- 
ern Classification between all points to or from which 
there is a movement of freight traffic. The second is 
intended to enable jobbers at the more important 
points within the state to handle carload lots inbound 
from manufacturing and producing points in or outside 
the state, and to distribute in carload or less than car- 
load lots. 


Some of the roads named as defendants maintain 
such rates. The Commission says that it appears from 
the evidence in the case that jobbers located at 
Spokane are able to procure their carload consign- 
ments at Pacific Coast points at comparatively low 
rates. The jobbing points located within the state, when 
purchasing products either at the north or south Pacific 
coast, are obliged to pay freight rates greatly in ex- 
cess of the rates from the same points to Spokane. On 
business originating along the Missouri and Mississippi 
rivers and Chicago common points, the rates on car- 
loads to Montana are slightly less than the rates from 
the same points to Spokane. From the Atlantic coast, 
however, Spokane is able to make use of the ocean 
routes through Seattle, and profits by the low rates 
into that point. It is said that the companies have 
had in effect for years more favorable rates in North 
Dakota than in Mozntana. 


An opportunity was given the companies to explain the 
reason for these higher rates in Montana, and it was as- 
serted that the cost of construction in North Dakota was 
less than that in Montana, but this the Commission is 
not convinced of. Neither is the Commission impressed 
with the argument that the defendants are warranted 
in charging excessive arbitraries over North Dakota 
On account of the additional cost of transacting Mon- 
tana business. It is admitted that rates within Montana 
might properly be slightly higher than in North Dakota. 

In advance of the hearing of this case, the North- 
ern Pacific and Great Northern submitted to the Com- 
mission a proposed schedule of distributing rates 
applicable from all points from which rates are now 
effective. The rates from Portland, Tacoma and 
Seattle were established by the Interstate Commerce 
Commission some two years ago, after extensive hearing. 
Subsequently the Public Service Commission of Wash- 
ington established the same scale of rates in that 
state. The defendants contend that these rates, having 
been promulgated by the Interstate Commerce Com- 
mission and the commission of the State of Washing- 
ton, should be reasonably low, and therefore acceptable. 

The Commission, in its order, gives a schedule of 
rates on ten classes, which the defendant companies 
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are ordered to make " effective within 20 days after 
receipt of the order. 

In this connection, J. G. Woodworth, second vice- 
president, Northern Pacific, calls attention to the 
schedule of rates promulgated by the Interstate Commer : 
Commission in the case of the Portland Chamber of Com- 
merce against the Oregon Railway and Navigation Co 
21 I. C. C., 640, Traffic World, Dec. 2, 1911, page 
952. These same rates were recently published vol- 
untarily by the carriers to apply eastward from Spo- 
kane to points in Montana, and as stated in the r« 
port of the Commission, the Northern Pacific ana 
Great Northern had, in advance of the hearing, sub 
mitted a schedule of distributing rates duplicating the 
seale of rates on the same basis to apply from 
Montana distributing points. 


COMPARISON OF DISTRIBUTING RATES. 


A—I. C. C. Order in Back Haul Case. 
B—Present Montana Basis. 
C—Proposed by Montana Commission. 
D—North Dakota. 


1 7. oe 4 .-£ es D | 
Less than 100 Miles— 
i bheieeank €¢ anst eile ghee a 50 43 35 30 25 25 20 15 13 1 
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Sg a eee ae 45 38 30 23 1 18 16 14 11 ) 
i ane o Ws ct Ueetns tes Shak 3 37 28 22 17 17 15 13 10 ) 
200 Miles— 
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tt with clean ds eis. wcixdiatowive a 114 97 80 67 
lt twk 6 ce © wie ea tae eens 108 92 72 54 43 43 38 32 27 22 
Se a bb-o >-0 Whusioe ebay eee 2 103 88 69 53 41 41 36 31 25 2 
500 Miles— 
a Wkesos-vnltun then venus 129 110 90 77 65 65 52 39 32 26 
De: Paaedndldbne iesthoce.c emt 124 105 87 74 
ae «sé ahaa oath he k <cae tae 124 105 83 62 50 50 43 37 31 ) 
Or a ae, hres: 123 105 84 68 55 653 47 41 33 28 
600 Miles— 
Madea whe wk hateess wales 147 125 103 88 74 74 59 44 37 29 
TF” dbl sites dy cnnemnhs ees 
OS as DL el ah ol Wiker es & te Be 134 114 89 67 54 54 47 40 34 27 
700 Miles— 
Oe dicate nauk eelrw wd 006 wale 164 1389 115 98 82 82 66 49 41 
Oe aie eh bales aaa is 
Ss 068 6s Obes dase vcklbasnee 144.122 96 72 58 58 50 43 36 29 


The accompanying schedule furnishes a compari 
son of the rates now ordered by the Montana Com 
mission with the rates ordered by the Interstate Com- 
merce Commission in the Back Haul cases above 
referred to. It is suggested that there are some 
matters in this order which recall the orders of the 
Texas Commission in the Shreveport Case. 

Defendant roads have applied for a rehearing and 
are reasonablys confident that it will be granted. The 
commission will hear arguments at Helena on January 
17 and will decide the matter at once. 


THE TAP-LINE CASES 


As stated on January 13, the Supreme Court has 
set the tap-line cases for argument on February 24. The 
reargument and rehearing assigned by the Commission 
long ago will be had on February 4. There is a good 
deal of confusion on the subject because, so far as the 
Commission is concerned, it is assumed by those who are 
interested in the case that it has been divested of juris- 
diction of the particular orders in question, first, by 
the injunction of the Commerce Court, and, second, by 
the appeal of the cases to the Supreme Court. 

This early assignment of the case for argument in 
the Supreme Court was made upon the petition of all 
the parties to the orders and suits. 
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Jenuary 17, 1914 


WESTERN CLASSIFICATION 


Western Classification Committee Holds Hear- 
ings on Two Days and Clears 
Up Large Dockets 


On January 12, before the Western Classification 





Committee, Docket No. 11, clothing, leggings, gloves, 
mittens and blankets, was scheduled. No one, how- 
ever, appeared to support the request. that had been 


made in the petition. The principal feature of all the 
petitions was for the privilege of shipping in bur- 
lapped bales, at first class on the same basis as in 
boxes, 

On the following day, Docket No. 12, containing a 
very large number of items under the heading of 
agricultural implements, brought out a number of 
those interested, either as manufacturers or dealers. 
Among those present were C. T. Bradford, representing 
the International Harvester Co., Chicago; O. Van 
Brunt, traffic manager, Simmons Hardware Co., St. Louis; 
R. P. Wilkins, traffic manager, American Fork & Hoe 


Co., Cleveland; Wm. Louden, Louden Machinery Co., 
Fairfield, Iowa; R. B. Louden, Jr., representing the 
same company; W. J. Evans, National Implement & 


Vehicle Association, Chicago; F. A. Coapman, Whitman 
& Barnes Manufacturing Co., Chicago; J. J. Wait, traf- 
fic manager, Hibbard, Spencer, Bartlett Co., Chicago; 
W. B. Grieves, traffic manager, S. L. Allen & Co., Phila- 
delphia; H. F. Lindsay, Lindsay Bros., Milwaukee; G. 
J. Bolender, Kalamazoo Silo & Tank Co., Kalamazoo, 
Mich.; A. F. Bowman, traffic manager, J. I. Case Co., 
Racine, Wis. 

The hearing was before the full committee and J. 
C. Colquitt, classification agent for the Interstate Com- 
merce Commission. 

Fertilizer Distributers. 

The first item, fertilizer distributer, was passed 
without objection as scheduled on the docket. As to 
the second item, weeder blades, Mr. Fyfe explained 
that the proposal came from the Pacific Coast and the 
proposition was to place these on the same basis as 
cultivator parts. No objection was made by any of the 
shippers present, Mr. Fyfe explaining that it was the 
proposition to re-docket the matter at such time as 
representatives from the Pacific Coast were present to 
present their case. 

Cultivators, Etc. 

Under the item, cultivators, hoes, drills, etc., Mr. 
Grieves believed that these parts were entitled to second 
class when packed in bundles. The articles never 
break, and he had known of no claim in 25 years. He 
explained that this was subject to Rule 25 in Official 
Classification. Mr. Evans said that this subject had 
been up for 10 years. He thought dealers wanted 
second class, knocked down flat, in bundles. Mr. Fyfe 
said that the principal movement was in boxes and 
he did not think that the rating should be the same 
in bundles. Mr, Coapman said that he would be 
satisfied with second class. Mr. Fyfe said that 
there was nothing to justify a lower. than first class 
rate. He said that the committee favors the rating 
suggested in the docket. Mr. Lindsay said that this 
would be satisfactory. Mr. Evans suggested that it 
would be necessary to handle twice as many packages 
under the arrangement specified and after some argu- 
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ments pro and con and consultation with other mem- 
bers of the committee, Mr. Fyfe said that the petition 
would be granted. 


Garden Plows, 


On the petition in regard to garden plows, for a 
reduction in minimum weight from 24,000 to 20,000 
pounds without change in the rating, Mr. Fyfe -said 
that he thought the applicant had commodity rates in 
mind, and it was agreed by those present that it was 
not necessary to have a 20,000 pound minimum. The 
present was satisfactory. The proposition will prob- 
ably be declined. 


Broadcast Seeders. 


The following three items on the docket were dis- 
posed of by the action already taken on those pre- 
ceding: , 

Under broadcast seeders, it was proposed to add 
a carload rating. These articles are in now on an 
any quantity basis. The request came from Hibbard, 
Spencer, Bartlett Co.; but a long time ago. The re- 
quest was granted, and similar action was taken in 
regard to corn huskers and seed potato-cutters. The 
matter of a classification of these articles in crates 
was taken under advisement. Mr. Wait explained 
that the reason for the petition in regard to feed 
cutters was that it was not possible to load to the 
minimum in a 36-ft. car. A considerable discussion 
ensued in regard to the mixtures suggested under this 
and the followimg items, covering fanning mills, feed 
cutters, posthole augers, lawn-mowers, etc. Mr. Fyfe 
took the ground that the committee would probably 
be unwilling to grant the petitions, unless the carload 
rating was made subject to Rule 6-B. Mr. Wait said 
that posthole augers and the other items under this 
head were practically the same as spades. He was 
particularly interested in the mixture covering picks, mat- 
tocks and lawn-mowers. These are not readily loaded, al- 
though Mr. Fyfe said that it had been shown to the 
Uniform Classification Committee that the average 
loading was over 28,000 pounds. Mr. Wait said that 
these articles were very difficult to pile up, much like 
jack straws. Where it hits Hibbard, Spencer, Bartlett 
Co. is that they used to be able to mix these articles, 
and now the salesman has to cut out certain items 
from a customer’s list because he is unable to ship 
them in the same carload. In that case the customer 
was liable to place his orders in Minneapolis or in 
territory where Western and Official Classification 
overlapped. 


Lawn Mowers. 


As to lawn-mowers, which used to be in the same 
class with these articles, Mr. Fyfe said that there was 
serious objection to this mixture on account of the 
existence of power lawn-mowers. Mr. Wait said, in 
addition to his previous argument, that these articles 
are compact, heavy stuff, and they can now be shipped 
in overlapping territory upon the basis asked for. Mr. 
Coapman gave a sketch of the history of the trans- 
ference of: lawn-mowers, which formely used to go 
third class, 20,000 lbs. minimum, later fourth class, 
30,000 lbs. minimum, and in 1908 were transferred to hand 
implements, fourth class, 30,000 lbs. minimum. The 
objections to the proposition were that it could not be 
seen clearly why lawn mowers should be considered 
hand agricultural implements and permitted to go in 
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this mixture. The matter was taken under con- 
sideration. 
Corn and Hay Knives. 

As to corn, hay or cane knives, Mr. Wilkins wanted 
to get rid of the necessity of covering. with burlap, 
He exhibited photographs showing how these were 
folded up by removing one of the rivets between the 
handle and blade, folding the blades back and then 
placing them together so that all the cutting edges 
were inside. With this method he considered it per- 
fectly satisfactory and safe to dispense with the 
burlap, merely tying the bundles together with cord. 
Mr. Evans suggested that this might be made as an 
alternative proposition in the description. Mr. Fyfe 
asked Mr. Wilkins to send him a sample bundle, and 
the matter would be taken under consideration. 


Mixtures. 


Mr. Grieves was the petitioner requesting that 
agricultural implements, hand, now rated at third class 
in straight ecarload lots or in straight or mixed car- 
loads, be rated Class A, minimum 24,000 lbs. Mr. Fyfe 
said that any such movement as this would arouse 
serious objections from all over the country. Mr. 
Grieves said that many dealers cannot buy in carloads 
without the mixture, and the allowance of the mixture 
would result in an increase of business of from 50 to 
75 per cent. Mr. Fyfe asked if a mixture with third 
class, 24,000 lbs. minimum, would be satisfactory, to 
which the reply was “no.” : 

Mr. Fyfe said that he was afraid that the com- 
mittee could not agree. Such an arrangement would 
be the absolute destruction of. the hand implement rat- 
ing. The value is far in excess of the value of horse- 
drawn implements per cubic foot. The average is 
about $3 per eubic foot for both, but the average 
brings down the value and puts up the weight of 
hand implements. The value of these is sometimes $6. 
They are much more’ fragile. 

Mr. Van Brunt... prétested against this mixture. 
What the implement dealer would gain, the hardware 
dealer would lose. The average value of a carload of 
hand implements is from $2,500 to $3,000 per car as 
against possibly $1,500 for power implements. 


Ensilage Cutters. 

Mr, Lindsay said that he was strongly in favor 
of -this .mixture, although he saw the hopelesness of 
arguing it before the committee. He believed that the 
line between hand and power implements was purely 
arbitrary. Mr. Wait said-that his firm only asked 
for the same facilities as were given to others. Mr. 
Evans said that there was a very strong demand for 
this. mixture, especially on account of the rating in 
Official Classification territory, where the almost un- 
limited privilege is allowed. Also in the Southern ter- 
ritory. The question was merely whether the agri- 
cultural implement. dealer or. the hardware dealer should 
make the ccomcession. 

Mr. Bolender. for the Kalamazoo Tank and Silo 
Co,.-wanted to get -thei benefit of the manner in. which 
engilage cutters are put up, that is, with wheels re- 
moved. “Examining photograph, Mr. Fyfe gave it as 
his personal opinion that it would cause more incon- 
venientsin less .than. carload lots than with the 
wheels on.. ‘The space, he said, cannot be utilized, but 
Mr. Bolender insisted that carriers do use the space 
saved. Mr. Fyfe said that the present rating is the 
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same as that on all other classes of machinery, and 
there was no sufficient justification for second class 
made by simply taking off the wheels any more than 
would be the case in. flour-mill machinery by taking 
off a pulley here or there. The space saved does not 
justify a reduction of one class in rating. The matter 
was taken under consideration. 


Hay Carriers. 


In connection with the petition in regard to hay 
earriers, Mr. Fyfe requested not only in this, but 
all subsequent cases, that full information be given 
as to weight, how packed, etc. The Interstate Com- 
merce Commission desires this information to be 
kept constantly on hand by this committee. 

Mr. Evans explained that the rating asked for was 
that given by Official and Southern classifications, 
although he was not sure that he could justify the 
petition in regard to bundles. Mr. Louden of the 
Louden Machinery Co. said that his particular interest 
was in the matter of boxes and barrels. If shipped 
loose, the articles would take second-class rating, and 
he thought if they were boxed they ought to have 
third class. Mr. Fyfe said that there was an incon 
sistency in this demand because the present rating 
was given on a representation that the articles could 
be handled safely in bundles, and, therefore, a re 
duction was made to second class from the previous 
rating first class. On unit value, these articles would 
figure about second class. Some of them run very 
light in weight and others are heavy. In comparison 
with machinery, he thought these articles should be 
second class. 

Mr. Louden insisted that these could be packed 
very compactly in barrels and the small spaces filled 
with small parts. It was possible to load a barre 
with a thousand pounds if other things were allowed 
to be put in to fill the spaces. The barrels could be 
handled very easily, even being rolled, but Mr. Fyf« 
thought that rolling a sugar barrel loaded with even 
300 or 400 Ibs., one would not get very far with it 
The matter was taken under consideration. 


Hay Press Jacks. , 

Mr. Bradford appeared in support of the item 
“Hay Press Lifting Jacks,’ which he wanted consid 
ered as an attachment of hay presses. They wer 
not sold separately. The trade does not feel like 
paying a separate rate on the jack from that paid 
on the press itself. As it was a new article, possiblv 
the same result could be accomplished by changing 
the name, but Mr. Fyfe thought it would be difficult to 
separate this from other styles of windlasses. Mr 
Bradford said that customers regarded this as a 
part of the press. The fact that it was never shipped 
separately from the press seemed to make an im 
pression upon the committee and the item was taken 
under consideration. 


Castings. 

The suggestion in regard to agricultural imple- 
ment castings came from the committee as an effort 
to get a general line-up on all kinds of castings, on 
account of the change made in the classification at 
the last meeting. No objection was seen to this 
course. . 

Mr. Lindsay inquired what would be the status 
of a barrel with strips nailed across. Mr. Fyfe thought 
that this would be a cylindrical crate, and would 
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atetithe same as burlapped barrels. The matter was 
aken under consideration with a view to the al- 
ernative proposition. 

Disc Harrows. 

The petition in regard to disc harrows came from 
he Pacific Coast and will be again docketed when rep- 
resentatives can be heard. 

Fertilizer Distributer Attachments. 

Fertilizer distributer attachments in boxes or 
rates were supported by Mr. Evans on behalf of the 
Oliver Chilled Plow Works, South Bend, Ind., and D. 
Vl. Sechler Implement & Carriage Co., who stated that 
hese could be crated so as to pile ‘advantageously 
in the ear. ‘The petition was taken under consideration. 

Implements, wheel, not otherwise indexed by name, 
was a subject brought up by Mr. Bradford, but was 
temporarily withdrawn from the docket in order that 
he might obtain more complete information before pre- 
senting his case. 





Sprayers. 

The petition in regard to sprayers came from the 
Pacific Coast. Mr. Lindsay favored the application. 
Garden sprayers at the present time are not permitted 
to be mixed, but power sprayers are. In Official 
Classification these are divided into separate classes, 
and in the Southern Classification the same effect is ob- 
tained in a somewhat different way. 

It was explained that the applicant wants irri- 
gating pumps put in, whether they are motor driven 
or direct-connected with gasoline engines or steam 
pumps. Mr. Lindsay said he should be glad to see 
them all come in. Mr. Fyfe thought objections would 
be liable to arise from power pump manufacturers if 
the item was taken from the machinery class. There 
were many complaints about gasoline engines being 
put in the agricultural implement list, and the only 
excuse for doing this was because so many of them 
are used in the operation of agricultural implements, 
but the same argument could not be used in reference 
to steam pumps. Mr. Lindsay insisted that all of these 
articles were used in distinctly agricultural processes. 
He suggested a mixture on spray pumps. The matter 
wast taken under consideration, and will be re-docketed 
for hearing on the part of representatives from the 
Coast. Mr. Bradford stated that the manufacturers of 
gasoline engines were now voluntarily saying that 
the gasoline engine trade has never been so good 
as since they have been so largely used as a motive 
power for agricultural implements, but Mr. Fyfe said 
that manufacturers were still coming to the Classifi- 
cation Committee with hammers. 

Grain Baggers. 

Under the head of grain baggers offered by Mr. 
Bradford, Mr. Fyfe said he did not see how it could 
be called “knocked down” when there was no knock- 
ing down except taking the elbow of the end. He did 
not think that this would entitle it to third class. 
Mr. Bradford made the same argument that he had 
made previously that this goes with corn shellers, and 
the customer makes a row as to different ratings on 
two parts of what he considers the same machine. 
Mr.. Fyfe said that power corn shellers were now first 
class, K. D., and hand, third class, K. D.; that these 
chutes were used on power machines and-were some- 
times 16 feet long, and he could not consider that 
simply removing the sprout put them in the K. D. 
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class. No appreciable amount of space was saved. 
Mr. Bradford said that the trade was not satisfied with 
the present arrangement. They were not sold sep 
arately, but the whole business was bought as a com. 
plete outfit. The matter was taken under consideration 

This closed the hearing of the items upon Docket 

No. 12. 
Names of Petitioners. 

Mr. Evans suggested that it would be valuable 
if the Classification Committee in its docket would add 
the names of petitioners. He said that the time had 
gone by when one man could put something over. 
This proposition seemed to meet with general favor 
among those who were present, but Mr. Fyfe saw some 
serious objections, judging from experience in previous 
considerations. It was much more satisfactory for 
everybody to get together, and to the suggestion that 
this was liable to cause some wrangling, Mr. Fyfe said 
that that was exactly what he wanted; that the 
things which would otherwise be hidden came out 
when petitioners get to wrangling among themselves. 
He explained also that it wag hoped when the com- 
mittee got into full working order to dispose of a 
very large number of matters without docketing at all, 
and. then if anyone was dissatisfied, the matter would 
be docketed and petitioners given opportunity to be 
heard. 


COKE FROM CONNELLSVILLE 


THE TRAFFIC SERVICE NEWS BURBAU. 
Colorado Building, Washington, D. C. 

A reargument, in which there were several pointed 
exchanges of questions and answers between W. A. 
Glasgow and members of the Commission, was had on 
January 9 in the complaint of the Wickwire Steel Co. and 
others against the New York Central and others. The 
question is as to the reasonableness of an increase in 
the coke rate from the Connellsville and Latrobe fields 
from $1.65 to $1.85 subsequent to the passage of the 
amendment to the Act to regulate commerce placing the 
burden of proof on the carriers, 

Mr. Glasgow and those associated with him appeared 
before the Commission asking fer a reversal of the dis- 
missal, in which the Commission said it could not find 
the rate to be unreasonable because it fits into a coke 
map which it had constructed, on the ground that the 
Commission, in making such a decision, went outside the 
record and considered testimony on which he and others 
representing the complainants had had no opportunity 
to cross-examine. He contended that a volume exhibited 
by him is the only record in the complaint, and that 
reference was made in the decision to testimony intro- 
duced in the Connellsville Coke Producers’ complaint, 
which he claimed was taken after the Wickwire case had 
been argued and submitted. 

He addressed the Commission for an hour, contend- 
ing that under the amended fifteenth section the law 
defines the issue, as to an increased rate, in such a way 
that the Commission cannot consider it except by the 
test laid down in the first section, which is that rates 
must be just and reasonable. He argued that the Com- 
mission undertook, in dismissing his clients’ complaint, 





to prescribe or maintain a relationship of rates between- 


Buffalo, Toledo, Reading, Pa., and furnaces in the east- 
ern part of Pennsylvania, on a mere statement of the 
rates to Toledo from Connellsville for comparison with 
rates from Connellsville to Buffalo, and from Youngs- 
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town to Reading and eastern Pennsylvania furnaces. 

“1 submit to your honors that comparisons of rates 
are helpful in detérmining the issue of justness and 
reasonableness, if they are compared in a way that will 
show the density of traffic, the similarity of transporta- 
tion conditions, the car-mile revenues and train-mile 
revenues,” said Mr. Glasgow. “I submit it is not suffi- 
cient to say that the rate to Toledo is $1.85, the mileage 
314 and that the same are the facts with regard to coke 
moving from Connellsville to Buffalo. I submit it is 
not enough to say that the rate and mileage is the same 
from Youngstown to Reading. There must be something 
more. Your honors, in large numbers of cases, have 
decided, and rightly so, that there must be something 
more than that, and especially something as to the den- 
sity of traffic.” 

Answering a question as to whether the words 
“density of traffic’ were not to be taken as meaning 
the density of all traffic, Mr. Glasgow read from Com- 
missioner McChord’s very recent opinion in the Nash- 
ville coal case, in which Mr. McChord specifically said 
that, considering the fact that coal moves to Memphis 
in greater tonnage than to Nashville, the lower rate for 
the longer haul could not be used as an argument why 
as low a rate should be made to Nashville. 

Mr. Glasgow contended that the Commission, in 
dismissing the Wickwire complaint, traversed its own 
decisions in the Lake Cargo coal case, the Davenport 
coal case and the Nevada-California lumber case, in 
which he contended the principle was laid down that in 
I. & S. cases the burden was on the railroads to show 
that the new rates would not be unreasonable, and no 
other parts of the act could be given consideration. 

“No road in this territory, other than the Pennsyl- 
vania, wanted to increase rates to Buffalo,” said Mr. 
Glasgow. “It frankly enough avowed its purpose, which 
was to prevent discrimination against eastern furnace 
points, to which it carries coke on high intrastate rates, 
over which this Commission has no control. It told 
those furnaces to complain no more; that it would cut 
their rate 10 cents and increase the Buffalo rate 20 
cents a ton, thereby increasing its revenues, and this 
Commission, to decide this case in the way it did, had 
to take into consideration the relation of Buffalo rates 
with rates to other points, which is what it refused to 
do in the Lake Cargo coal and Davenport cases. 

“I submit that the right of my client to be heard 
fully on everything considered by this Commission has 
not been saved by this decision. The only place where 
I find any reference to the Connellsville Producers’ case 
is the table of rates and distances put into his record by 
Mr. Patterson.” 

Mr. Glasgow said that he had not had an opportunity 
to be heard. Chairman Clark challenged him on that 
point by asking if he pretended to say that he had been 
denied an opportunity to be heard on anything he had 
ever asked of the Commission. 

“IT am not pretending anything,” said Mr. Glasgow. 
“IT am saying I had no opportunity to cross-examine on 
any phase of the Connellsville case, some of the testi- 
mony of which was taken after this case was submitted.” 
Answering a question as to whether the Commission 
could not consider the testimony in that or any other 
case, Mr. Glasgow said, yes, “if the Commission joined 
the cases, as it has often done, but not otherwise.” 

As to whether the Commission, in an I. & 8S. pro- 
ceeding, can suspend on any ground other than an allega- 


tion by a protestant that the rate proposed will b- 
unjust and unreasonable, Mr. Glasgow stirred up a fir 
by declaring that more than once protests have bee: 
sent back to him because they contain no allegation that 
the increased rate would be unjust and unreasonable, o: 
because he had alleged the rates would be unduly dis 
criminatory. Messrs. Clark and McChord challenged 
that, and, after an exchange of questions and answers 
Mr. Glasgow said he would produce letters of that kind 
written by an official of the Commission, when he got 
back to his office. Chairman Clark said the Commission 
wanted to know if anything of that kind was done. 
Chairman Clark suggested that the Commission has sus 
pended tariffs for any one of a variety of reasons. Mr. 
Glasgow said, “Certainly, of your own motion, but I am 
talking about protests by shippers.” 

George Stuart Patterson, who appeared for the car- 
riers, discussed the powers of the Commission and the 
fact that in disposing of complaints it considers all facts 
and circumstances of its own knowledge, as well as of 
the testimony brought in the particular complaint, and 
contended that it is absurd for Mr. Glasgow to say that 
his client did not have a full hearing and a full day in 
court. 

John Henry Hammond, also for the complainants, 
directed his argument to the fact that the brief of the 
carriers on the rehearing admits the error charged 
against the Commission, because in opening and closing 
it discusses testimony never put into the Wickwire 
case, and asks the Commission to decide the case on the 
“so-called facts” brought out in the Coke Producers’ 
case, 

He contended that the complainants, never having 
had an opportunity to cross-examine on the exhibits 
used in the Coke Producers’ case, it cannot be held that 
they had a hearing on the defense the carriers made, 
because the defense in the Coke Producers’ case he sub- 
mitted cannot be deemed a justification of the advance 
in the Buffalo rate. 


PRIVATE CAR LINE HEARING 


THE TRAFFIC SERVICE NEWS Rr": 
Colorado Building, Washington, D. C. 

Hearing in the private car line investigation will be- 
gin on January 21 at the La Salle Hotel in Chicago, before 
Commissioner McChord, who will be accompanied by Ex- 
aminer Boyle. Notices of the hearing stated that it would 
be held in the Federal Building, but it has been discovered 
that with four federal judges sitting in Chicago no room 
in the Federal Building sufficient to accommodate the ex- 
pected attendance will be available. 

The comprehensive interrogatories propounded to both 
railroads and car lines last spring indicate in a general 
way the scope of the Commission’s investigation. Never- 
theless, the Commission daily has been in receipt of scores 
of inquiries seeking to ascertain the matters to be dealt 
with. It may be said that the investigation will.deal with 
every feature pertaining to the ownership or operation of 
private equipment. Car costs, their maintenance, earnings, 
distribution and the profit or loss attendant upon their 
use will be gone into. Most of the car owners insist that 
their cars are operated at a loss and that the only advan- 
tage of such ownership is that incident to car supply.. This 
is not conceded by the railroads. 

Information will be sought as to the time made by- cars 
of different shippers, as well as car repairs and the pay- 
ments therefor. 
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Not the least important phase of the investigation is 
tnuat dealing with refrigeration, which in most instances 
is furnished by one or two private concerns. The Com- 
mission has asked for data with respect to icing stations, 
the source of the ice supply and its actual cost in the car 
bunkers, together with the price charged the railroads 
therefor and the price then charged the shippers by the 
railroads. The efficiency with which this service is per- 
formed doubtless will be inquired into. 

Of a list of some 1,400 car owners compiled by the 
Commission, soon after the investigation was aqrdered, 
about 800 remain, the others having in one manner or an- 
other abandoned or consolidated their business. Eliminat- 
ing owners of work equipment and cars used purely upon 
plant facilities, there will probably be left some 650 car 
lines owning over 50,000 refrigerators, 30,000 tanks, 24,000 
coal and coke cars and a total of something like 140,000 cars 
of all kinds. Against this the railroads one year ago owned 
less than 50,000 refrigerators, some 9,000 tanks, 800,000 coal 
and coke cars, and a total of some 2,300,000. x 

Realizing the difference in the use to which private cars 
of different characters are put, the Commission at first 
contemplated assigning separate days for refrigerators, 
tanks, etc. In fact, even so separated, conditions would be 
different with respect to the operation of refrigerators 
carrying packing house products and those carrying fruit 
and vegetables, and would again differ with respect to 
brewery and to dairy products. However, as many of the 
ear lines own equipment used in the transportation of all 
of these commodities and as questions of car repair, mile- 
age allowances, distribution and the broad economic ques- 
tion of private ownership are common to every class of 
equipment, it has been found impracticable to make this 
segregation. 


WILL NOT ABUSE NEW HAVEN 


THE TRAFFIC SERVICE NEWS BUREAU. 
Colorado Building, Washington, D. Q. 


Attorney-General McReynolds intends doing everything 
he can to preserve the status of the New Haven, so far as 
action by Congress is concerned, while he is negotiating 
with President Elliott of that corporation. It is recognized 
that in the present uncertain state of the stock market 
the depressed condition of business and the uncertainty 
with regard to the banking and currency system that is to 
be instituted soon, another stirring up of the affairs of the 
company by a congressional committee might do untold 
harm to the already distresed stockholders. 

The facts themselves would not hurt, but it is almost 
impossible that, in such an investigation, the facts de- 
veloped should be reported with the proper perspective. 
Mr. McReynolds has as much information as Congress 
could obtain. Commissioner Prouty’s report~on the in- 
vestigation conducted by the Commission is complete and 
the only result possible from an investigation by a com- 
mittee of either House or Senate would be a stirring up 
of dead bones in such a way as to result in misleading re- 
ports because neither the senator nor representative asking 
the questions would care to announce that the matter that 
was being elicited from the witness had already been pub- 
lished. That would mislead the newspaper reporters and 
also the stockholders, who have already suffered enormous 
losses, if they parted with their stock. They have suf- 
fered in the loss of dividends and as collateral for loans 
the stock is almost as nothing in comparison with what 
it was, 

The position of the attorney-general is simply this: 
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That if there has been any criminality in the financing of 
the road, a congressional investigation is not the way to 
determine the fact. Congress cannot indict anybody. It 
can merely make the already nervous stockholders more 
nervous and thereby render the efforts of Mr. Elliott and 
his associates to put the road back on a sound footing 
needlessly harder, if not impossible. 

Publicity is not necessary to force action. Further 
publicity concerning facts that are already a matter of 
record would merely have a tendency to smash the New 
Haven through the mislead?ng character of the reports 
that would result. 

The Wilson administration could not be helped po- 
litically by making a bad matter worse. Commissioner 
Prouty said there was no need of hysteria, and hysteria is 
the chief product of congressional investigation. 

Shippers would not be benefited by forcing the situa- 
tion from bad to worse. The attorney-general, in indicat- 
ing that he thinks the New Haven should get rid of its 
steamship lines that would naturally compete with its 
rail lines, its trolleys, the Boston & Maine and withdraw 
from its agreement respecting the Boston & Albany, goes 
as far as any shipper has even suggested for the restora- 
tion of the competitive system. No shipper’s real interest, 
it is felt by the attorney-general and the Commissioners, 
would be served by forcing the New Haven through a 
judicial reorganization. They want to reorganize it with- 
out resort to such drastic steps. 


SUSPENDED TARIFFS 


December 18, in Il. & S. Docket No, 315, the Commis- 
sion further suspended from January 28 until July 28 
schedules contained in the following tariffs: 

C. C. McCaine, agent: Supplement No. 14 to I. C. C. 
Yo. 6, supplement No, 22 to I. C. C. No. 8. 

Eugene Morris, agent: Supplement No. 14 to I. C. C. 
No. 344, supplement No. 22 to I. C. C. No. 343. . 

R. H. Countiss, agent: Supplement No. 14 to I. C. C. 
No. 952, supplement No. 22 to I. C. C. No. 950. 

The schedules contain increased rates on gasoline 
engines and parts shipped in mixed carloads with wind- 
mills and windmill parts, from Chicago and other eastern 
points to San Francisco and other Pacific Coast points, 
and were previously suspended from September 30 until 
January 28. 


December 18, in I. & S. Docket No. 241, the Commis- 
sion further suspended from January 28 until July 28 
schedules in the following tariffs: 

The Atchison, Topeka & Santa Fe Railway: 
pleemnt No. 1 to I. C. C. No. 6103. 

F. W. Gomph, agent: Supplement No. 15 to L C. C. 
No, 29, supplement No. 16 to I. C. C. No. 29. 

The schedules increase rates on lumber and shingles, 
in carloads, from Pacific Coast points, including San 
Francisco, Cal. to points in Texas and New Mexico 
north of El Paso. They had been previously suspended 
from October 10 and September 30 until January 28. 

January 12, in I. & S. Docket No. 368, the Commis- 
sion suspended from January 15 until May 14 supple- 
ment No. 8 of Hosmer’s I. C. C. No. A-363. It names 
increased rates on potatoes, C. L., from producing points 
in Minnesota, Wisconsin and South Dakota to Louisville, 
Ky., Jeffersonville, Ind., Cincinnati, O., and a number 
of other points in Central Freight Association territory, 
the proposed increases in all instances amounting to 2 
cents per hundred pounds. 


Sup- 








ee 





124 THE TRAFFIC WORLD 


Vol. XIII, No 


Should Carriers Initiate Rates? 


Commissioner Prouty Believes Time Has Arrived When Commission Should 
Authorize All Tarriff Changes 


Commissioner Prouty on January 16 addressed mem- 
bers and guests of the Traffic Club at luncheon at the 
Hotel La Salle. 

Judge Prouty was introduced to the members of the 
club by President McCabe, who briefly referred to the 
doubling of the amount of work done by the Interstate 
Commerce Commission, an increase of fifty per cent in 
the last five years. The president called attention to 
the fact that Judge Prouty will have charge of the federal 
valuation of railways under the Act of March 1, 1913, 
and is still filling the position of Interstate Commerce 
Commissioner, not having been relieved. 

Judge Prouty was received with applause. 

I do not know whether it ever occurred to you gentle- 
men—if it has not, you will realize it in a minute—that 
everything which enters in a physical way into the sus- 
tenance and the activities of man comes to us from the 
earth. You may begin at the crown of your head and 
you may go down to the sole of your foot, and there is 
not a thing which did not originate in the earth. You 
may begin with the sustenance in the morning—whether 
it is a cocktail or oatmeal—and follow down through the 
day, and you do not take into the system a thing which 
does not originate with the earth. 

You and I deal with transportation. Transportation 
consists in the moving of articles from one place to an- 
other. Just as everything which enters into the physical 
life of man comes from the earth, so it may possibly 
have occurred to you that the only power which man 
has over Nature is the power of moving things. 

Just follow down the process of cultivation: You 
ean move your plow or your harrow through the ground. 
If you live in a country where it is necessary to fertilize, 
owing to the poverty of the soil, you can move the fer- 
tilizer on to the earth. You move the seed of corn into 
the ground; you move the cultivator between the rows. 
The only power which man has exercised is the power 
of moving things. 

That industry which embraces the greatest amount 
of capital, whose production is of the first importance, is 
agriculture. Next to agriculture in the amount of capital 
involved and in the importance of the product is probably 
transportation by rail. 

There are, of course, a great many kinds of trans- 
portation other than transportation by rail, and I have 
sometimes felt that we perhaps ought to get at these other 
kinds of transportation. I had occasion the other day 
to send a couple of barrels of potatoes from my home 
up in Vermont, where we raise potatoes fit to eat, down 
to Washington, where you cannot buy potatoes fit to eat. 
The railroad company charged me $1.45 for carrying those 
barrels of potatoes about six hundred miles, and the 
truckman, who carried them the mile and a half from 
the station to my house, charged me a dollar. If the 
transportation charges enter into the high cost of living, 
we want to look, I think, somewhere else rather than 
to the transportation charges of our railroads. 

Now, gentlemen, it is not at all certain but that the 
future great advances will be made, not in transporta- 
tion by rail, but in other forms of transportation. There 
is probably no country in the world where the railroad 
has been as aggressive as it has been in the United States. 


Our railroads have insisted on doing all the busines 

They have driven the boats out of the water, except i 
some few instances. I am inclined to think that in t! 

future the boat will play a much larger part in tl 

carriage of commodities. Trolley lines will also be a1 
important factor. The trackless trolley system, whic 

takes the motive power from the overhead trolley, is liab! 
to become an important feature in our transportation sy 

tem. Up in southern New England, where the roads ar 
good and population is dense, the automobile alread 
competes with the railroad in the transportation of freight 
up to distances of from fifteen to twenty miles. 

However, the railroads will still be the main avenu 
and means of transportation, covering substantially th« 
Same ground which the railroads cover to-day, and w 
shall have for all time with us the railroad problem 

Now, it may not be inappropriate upon an occasio! 
of this kind if I should address to you gentlemen a sing) 
thought in the development of that problem for you 
consideration. It was arranged some time ago that 
was to resign, and I expected that my resignation woul 
have been accepted as long ago as November 1. If 
had known I was to be a Commissioner still, and as bus) 
as I am, I do not know that I could have agreed to com: 
here. 

What I say to you this afternoon, therefore, gent): 
men, is not said as an Interstate Commerce Commissioner 
It does not express the view of the Interstate Commerc: 
Commission, as far as I know. It may, or it may not 
I do not even say it as a Commissioner myself, but I sim 
ply say it to you as individuals. I do not want it sent 
all over the country by these enterprising newspaper 
gentlemen as an utterance of the Interstate Commerc: 
Commission. I got into an unenviable notoriety up in 
New York by trying to talk to a few people in a social 
way, as I thought. 

Something like a year ago it occurred to me that | 
would like to know how many tariff changes were mad: 
in the tariffs filed with the Interstate Commerce Commis 
sion, so I asked the chief of our tariff bureau to examin« 
his files and tell me how many changes were made in 
freight schedules, passenger schedules and express sched 
ules, for ten days. The period covered was the ten days 
from Oct. 22, 1912. No attempt was made to magnif) 
the number of changes. Where the change was to a 
group, although the number of changes would be very 
great, the change was simply counted as a single change 
For. example, if the rate was changed from Chicago t< 
Texas common points, that would be one. If a rate wa: 
changed in transcontinental tariffs, while a very grea‘ 
many points would be affected, the change was onl) 
counted as one. Changes in classification would affeci 
an infinity of rates almost, but it was only counted as on: 
change. 

Now then, reckoning changes in that way, there weré 
in this period of ten days in freight schedules—and I an 
quoting from memory, and it may not be absolutely exact 
but it is substantially right—there were 15,000 advances 
and 29,000 reductions. In the passenger tariffs there wer: 
60,000 advances and about 86,000 reductions. In expres: 
tariffs there were 4,000 advances and 32,000 reductions 

Now, computing the number of changes in passenge! 





thre 
who: 
him 
how 
and 
“In 

redu 
to tl 
opin 
be fp 


the { 


sayil 
not | 
railr 
had 

direc 
that 


side! 
tion 
come 
the 
put 
Intel 
Same 
man} 
ques 
sons, 
ansW 
of d 
cent 
road, 
prece 
owne 
try 
and 
] 
veloy 
may 
coul¢ 
that 
Same 
cone! 
in th 
and ] 
those 
2 
be g 
that 











@. nuary 17, 1914 


riffs, it was manifestly necessary to do what we did 
1ot do with freight tariffs—we had to consider every par- 
‘ular point and treat every change to any point as one. 


The carriers at that time were engaged in revising their 


passenger schedules, so as to conform with the fourth 
section, which accounts for a great many of these changes. 
The express companies were getting ready to bring them- 
selves into line with our express investigation. So I 
think that we might fairly disregard passenger tariffs and 
express tariffs, but there was nothing abnormal about 
the freight, and you may accept it as a fact that from 
one year’s end to the other there was every ten days 
approximately 15,000 advances and 29,000 reductions in 
freight schedules, 

I have always known that there were a good many, 

t that rather took away my breath, and so I selected 
three railroad systems, one in each part of the country, 
whose traffic manager I happened to know, and I wrote 
him a letter in which I stated the result, and told him 
how many of these changes had originated on his system, 
and asked him two questions. The first question was: 
“In your opinion, are these changes, either advances or 
reductions, of general benefit to the shipping public or 
to the railways?” The second question was: “In your 
opinion, has the time come when no tariff change should 
be permitted, either up or down, without the consent of 
the federal Commission?” 

All these gentlemen answered the first question by 
saying that, in their opinion, the changes in question had 
not been of material benefit either to the shipper or to the 
railroad. One of them said that, in his opinion, the time 
had come when no change should be permitted in either 
direction without the consent of the Commission. On 
that the other two were noncommital. 

The suggestion which I want to make for your con- 
sideration is this—and it was embodied in my first ques- 
tion to these traffic representatives: Hasn’t the time 
come when no tariff change should be permitted without 
the consent of the Commission first obtained? Or, to 
put it in another way, has not the time come when the 
Interstate Commerce Commission should be given the 
same authority in the making of rates which is given to 
many, and perhaps most, state commissions? 

I am not going to enter into any argument of this 
question. I. just want to suggest to you one or two rea- 
sons, which in my own mind incline to an affirmative 
answer to that question. 

This railroad problem of ours is manifestly a thing 
of development. When the United States, a third of a 
century ago, became. conscious of the fact that its rail- 
roads must be regulated, it was absolutely without any 
precedent for that regulation. There were countries which 
owned and operated their railroads. There was no coun- 
try where the railroad was financed by private capital 
and regulated officially by public authority. 

Necessarily, this problem has been one of gradual de- 
velopment, and what seems to be perfectly evident to-day 
may be just as evident the other way to-morrow. There 
could not be any better evidence of that than the fact 
that a dozen years ago I myself wrote an article on this 
same subject, in which I arrived at exactly the contrary 
conclusion to which I have now. Now, at that time and 
in that article I gave three reasons for my conclusion, 
and perhaps I cannot do any better than state to you what 
those reasons were. 

The first reason was this: That the carriers should 
e given the power to initiate their own rates in order 
‘that we might have an elastic system of rates. I became 





THE TRAFFIC WORLD > 125 





a Commissioner, and first had to do with these. questions, 
seventeen years ago. At that time this phrase, “elas- 
ticity of rates” was very much in the mouths of all 
people who discussed this subject. Railroad men talked 
about the elasticity of rates and shippers talked about 
the elasticity of rates, and economists did. I do not 
think Professor Bemis was old enough to talk then, but 
the economists rather agreed that we ought to have 
elasticity of rates, and I thought so, too. It seemed to 
me that there ought to be the same possibility to 
vary the price of transportation which existed as to all 
other commodities. 

I may say, as a rather curious thing, that I believe 
it was at my suggestion that there was put into the Act 
to regulate commerce that provision that the order of 
the Commission shall expire after two years, in order 
that the rates of the country might not become one 
inelastic body. But the observation of the last seven or 
eight years has changed my opinion in that respect. I 
have come to the conclusion that stability is of vastly 
more importance than elasticity, and that what the ship- 
pers of this country want is to know absolutely the rate 
upon which they can depend, upon which their business 
is to be transacted, and upon which éheir contracts are 
to be made. 

There must, of course, be changes in railroad rates. 
There are some rates which the gradual process of time 
makes wrong. There are other rates which should be 
put in for an emergency. There are other rates which 
should be periodically changed. There will be continual 
occasion to change classifications, methods, ontainers, and 
all that sort of thing. That question ought to be provided 
for. But the great mass of our rates, the great mass 
of the rules under which the tariffs of this country move, 
ought, in my judgment, to be the same year after year. 

Some time ago I got acquainted on the train with a 
gentleman from New Zealand, who had something to do 
with the railroads of that country, and he volunteered 
to. send me.the railroad tariffs of that country. I was 
a little astonished at the proposition, when I remembered 
the building full of tariffs, that we have at Washington, 
but I said I would like to see them, and would be glad 
to have him send them to me. Presently I got a little 
pamphlet of not over thirty or forty pages, which con- 
tained all the rates and all the regulations under which 
the government railroads of that country are operated. 

I had occasion some time ago to investigate the rates 
of the German railroads, which are also operated by the 
government, and I found, to my surprise, that those rates 
were contained in a comparatively small volume. 

Of course, the fact that we have competing railroads, 
the fact that there are different lines of railroads, renders 
it impossible to do in this country what has been done in 
New Zealand or in Germany, but it is possible to very 
much simplify the schedules which are published, and it 
tis possible to have a stable and unvarying rate. 

What made those variations? Elasticity, my friends, 
means preference. It means that somebody, somewhere, 
has been able to convince some traffic man that he, or 
his locality, ought to have a better rate. He gets that 
better rate, and that rate makes a change, which runs 
like a river all over this country from the Canadian line 
to Mexico. The change has not benefited anybody. 

My second reason was this: The railroads of this 
country are owned by private capital. They are devoted 
to a public use. The government, therefore, has a right 
to regulate them. It does so, whether it has any right 
or not. There is no question about that. But I say, 
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gentlemen, while the government must regulate, and 
should regulate, these railroads, it ought to leave the 
private capital invested just as free as it can be left, 
consistent with the public interest. In other words, the 
railroads should have a right to make any rate they 
see fit, and should have a right to maintain that rate 
until it has been shown by a full hearing that the rate 
is wrong. There is no answer to that argument; that is 
absolutely true. It is true of rates, and it is true of 
everything else which a railroad does. 

We ought to interfere in the least possible degree 
with the activities of that private property. But, gentle- 
men, the railroads of this country do not make their 
rates. It has come to that pass where the right to in- 
itiate a railroad rate is of no consequence to a railroad. 
The rates of a railroad are made by its competitors, by 
its shippers, by the state commissions, by the Federal 
Commission, by a variety of circumstances and conditions 
over which the traffic man has no control. 

Nothing any better illustrates the absolute truth of 
that statement that the power to initiate rates on the part 
of railroads is of no practical benefit, than the fact that 
railroads in Official Classification territories are to-day 
before the Interstate Commerce Commission asking to 
be allowed to advance their rates 5 per cent. They can- 
not even increase their rates 1 per cent without the con 
sent of government authority. Under those circumstances, 
it is idle to talk about its being a matter of any practical 
importance that you have the right to initiate your rates. 


My third reason was that the people, the public, have 


a certain benefit from the competition in rates between 
the different carriers. That article was written 12 years 
ago. For the five years—yes, I will say the 20 years 
preceding that time—competition between railroads in 
rates had been a most important thing to the shippers of 
this country. The railroad rates of this country had 
been reduced by that competition as they would have 
been reduced by no other thing. But that, my friends, 
was because the rate when agreed upon by the railroads 
was not observed. Competition today is of no conse- 
quence. There can be no such thing as competition so 
long as you must publish your charges and adhere to 
those charges. 

There is competition in the rate between different 
forms of transportation. You can have competition be- 
tween the ship and the railroad, and you can have it 
between the trolley and the railroad, but you cannot have 
competition in the rate, although you may in the service, 
which is of the greatest benefit. If that competition 
does any good—if it produces any effect, I ought to say— 
the effect is bad rather than good. The man who gets 
the benefit of that competition is the great shipper or 
the powerful locality which is not entitled to it. When 
the general level of rates is reduced to a point where it 
cannot be any further reduced—and that seems to be 
pretty nearly the condition in most parts of this country 
to-day—then competition that forces down the rates at 
one point has got to force the rate up at some other 
point. 

So my belief is, gentlemen, that to-day competition 
in railroad rates is practically an impossibility; and cer- 
tainly not a desirable thing. 

It has been said, when I have suggested this idea 
to some people, that, while that might be a very fine 
idea, and while perhaps it ought to be done, it is none 
the less physically impossible for the Commission to do 
it, the Interstate Commerce Commission could not make 
the interstate rates of this country. 

I am not going to argue that question, but, in my 


‘under the present arrangement. I think it could be do: 
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judgment, that is the only way that the Commissic: 
ever can do. The figures which your president has rea 
to you show very conclusively that it cannot be doi: 


at less expenditure, both of energy and of money, in thai 
way than it could in any other. The Interstate Com 
merce Commission, my friends, never can discharge tle 
functions it ought to until it proceeds in some way di! 
ferent from what it does to-day. To-day we hear a 
complaint and we make an order. Our regulation is, so 
to speak, regulation in spots. The order which we make 
in one case may create a discrimination in some other 
case. Until the Interstate Commerce Commission pro. 
ceeds in some broad and comprehensive way it never 
will come into its own. 

I shall refer to just one other reason why, in my 
opinion, this suggestion should be adopted. 

The most difficult thing to be dealt with in this 
porblem of regulation, as I see it, arises out of the dual] 
situation of the state and federal governments. I never 
had, myself, any doubt about the outcome of the Minne 
sota rate case. The Supreme Court finally declared as 
the law, in that case, what everybody had understood to 
be the law for years, until some of my high-salaried 
friends who are working for the railroads exploited to 
the willing ears of a judge a different theory, and then 
that assumed a national importance. 

The Shreveport case, which is now before the Su 
preme Court of the United States, involves an extremely 
doubtful question. That, to my mind, is the most impor. 
tant case in the matter of regulation that the Supreme 
Court has ever passed upon. Nobody knows what that 
decision will be, but it has always seemed to me that 
when a rate was once established by the supreme regu: 
lating authority the states would be obliged to let that 
rate alone. 

It is a very different thing to say that this rate is 
the voluntary rate of a railroad than to say that this 
rate is the rate established by the federal government. 
So, I think, that if these rates were made by the \federal 
government it would simplify the process. It would cur- 
tain within reasonable and proper limits, and it ought 
not to stretch any further the authority of state commis- 
sions, which today, in many cases, make not only the 
state rate, but the interstate rate. But that is not the 
principal reason, looking to that branch of our discus- 
sion. 

When the Interstate Commerce Commission makes 
rates and classifications, those schedules and those classi 
fications will occupy the same position with respect to 
state rates and state classifications as do the decisions 
of the Supreme Court of the United States to the deci 
sions of state courts. They will not be binding upon 
the states, but they will be precedents which the states 
will be inclined to follow. Not only that, but I feel that 
if the Commission had the authority to make schedules 
and classifications, that it would result in conference 
in co-operation, between the state commission and th 
Federal Commission to an extent otherwise impossibl 

I have just seen a practical illustration of that up 
in my country, in New England. There the commissio! 
ers of four states sat down with a member of the Inte 


state Commerce Commission and agreed upon the loc: 
class rates which should be applied in those four stat« 
upon the lines of the Boston & Maine Railroad. [I thin 
that same thing would be done all over this country, an 
that you would presently produce out of the confusic 
and the discrimination and the absurdity of today 
coherent system of rate-making. 





Atl. 
was 
Md 


1868 
engi 
inte! 
was 
Atla 
man 
to g 
of t 
vice. 
was 
18.3 


eral 
and 


depa 
at T 
Hans 


agen 
Raih 
prom 
Mr. 














January 17, 1914 


JOHN R. KENLY. 
John R. Kenly, whose election as president of the 
\tlantic Coast Line, to succeed T. M. Emerson, deceased, 


was mentioned in a previous issue, was born at Baltimore, 
Vid., Jan. 21, 1847. He entered -railway service in July, 


JOHN R. KENLY, 
President, Atjantic Coast Line. 


1868, and from then until January, 1885, was resident 
engineer, engineer and roadmaster, engineer and super- 
intendent, and superintendent of various lines. Mr. Kenly 
was appointed superintendent of transportation of the 
Atlantic Coast Line Jan. 1, 1885, became assistant general 
manager Jan. 1, 1889, and on July 1, 1891, was promoted 
to general manager. He was elected fourth vice-president 
of the company in November, 1902. He has been third 
vice-president of the company since Novy. 21, 1905. He 
was elected president of the Atlantic Coast Line on Dec. 
18, 1913. 


George H. Wilcox has been appointed assistant gen- 
eral freight agent of the Macon & Birmingham Railway 
ind the Hawkinsville & Florida Southern Railway. 


H. R. Buckey, agent of the land and industrial 
department of the Southern Railway and affiliated lines 
at Denever, Colo., has been promoted to succeed R. G. 
Hanson, Jr., who resigned to accept service elsewhere. 


W. G. Brooks, formerly chief clerk to commercial 
agent: A. O. Dawson of the Georgia Southern & Florida 
Railway, with headquarters at Jacksonville, has been 
promoted to be soliciting freight agent, reporting to 
Mr. Dawson. 


Harry F. Bell, for 18 years in the service of the 
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Southern Railway and for the past seven year sec- 
retary to the late President Finley, has been appointed 
commercial agent at Oklahoma City, Okla., effective 
January 1. Mr. Bell had many years of experience in 
the freight traffic department before becoming secretary 
to the president. 


William Henderson, formerly soliciting freight agent 


for the Georgia Southern & Florida Railway with head- 


quarters at Macon, has resigned to become traveling 
freight agent for the Hawkinsville & Florida Southern 
Railway with headquarters at Camilla, Ga. Charles G. 
Norris has been promoted to succeed Mr. Henderson. 


J. B. Dunlap, traveling freight agent for the South- 
ern Railway at. Cleveland, Ohio, has been transferred 
to be chief clerk to general agent R. B. Pegram, at 
Charleston, S. C. K. M. Pinnaire, traveling freignt 
agent at Pittsburgh, has been transferred and promoted 
to succeed Mr. Dunlap. A. R. McCormack, clerk in tne 
commercial agent’s office at Pittsburgh, was promoted 
to traveling freight agent to succeed Mr. Pinnaire. 


P. H. Seanlan hag been appointed division freight 
and passenger agent, Chicago, Milwaukee & St. Paul, 
with headquarters at Great Falls, Mont., in charge of 
Northern Montana division, effective Jan. 1, 1914. 


Harry C. Wilmot has been appointed agent of the 
freight department New York, New Haven & Hartford 
at Bridgeport, Conn. Mr. Wilmot is a native of Bridge- 
port. He commenced his services with the company in 
1888, in the local freight station at New Haven. Later 
he was promoted to the general offices at New Haven. 
He was subsequently made traveling freight agent, with 
headquarters at Springfield, Mass., later being recalled 
to the general freight office at New Haven. 


L. A. Lambert, formerly special accountant Baltimore 
& Ohio, has been advanced to auditor of miscellaneous 
receipts and accounts, and J. P. O’Malley, formerly chief 
clerk to the auditor of merchandise receipts, becomes 
assistant auditor of that department. The changes are 
announced in a circular issued by J. T. Leary, general 
auditor of the Baltimore & Ohio Railroad. 

John M. Ackerman has been appointed freight 
agent, United Fruit Co., with office at 17 Battery Place, 
New York, vice’ Robert Behlen, resigned. 

O. P. Applegate has been appointed commercial 
freight agent, The Missouri Pacific, St. Louis, Iron 
Mountain & Southern, Denver & Rio Grande, and West- 
ern Pacific, Cairo, Ill, succeeding L. S. McDonald, re- 
signed. 

T. P. Wade has been appointed commercial agent of 
the Central of Georgia Railway, at Columbus, Ga., effective 
Jan. 1, 1914, vice S. M. Wellborn, resigned to engage in 
other business. > 

C. H. Morrill has been appointed assistant general 
freight agent, St. Louis & San Francisco, with office at 
St. Louis, vice F. C. Dumbeck, resigned. 

O. P. Jenkins has been appointed soliciting agent of 
the Central of Georgia Railway at Columbus, Ga., effective 
Jan. 1, 1914, vice T. P. Wade, promoted. 

B. L. Winchell, director of traffic, Union Pacific, will 
deliver an address at the annual dinner of the Railroad 
Club of Kansas City, on January 30. : 

H. W. Wheeler, traveling freight agent, Belt Railway 
of Chicago, has been promoted to the position of assistant 
general freight agent. 
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Conducted by 


CHARLES CONRADIS, 
General Counsel, The Traffic Service Bureau. 


In this department we shall answer simple questions relat- 
Ing to the law of interstate transportation of freight. Readers 
desiring special service by requiring immediate answer may 
secure sme written answers to their inquiries by the pay- 
ment of a small fee, given on application, 

Address Legal Department, The Traffic Service Bureau, 
Colorado Building, Washington, D. C. 


Delivery at Wrong Place, A Conversion. 

Massachusetts.—“A and B each have contracts for 
installation of a large plant for C at X. A purchased 
a car of pipe from D at Y, and ordered it shipped to 
C at X, A’s name not appearing on the bill of lading. 
Upon arrival of A’s workman, it was found that the 
car had arrived, been unloaded at C’s siding, and the 
pipe signed for by B, freight charges paid by C. 
A was obliged to purchase material in the open 
market at X. Is the railroad company liable for A’s 
loss, on account of having delivered to B_ property 
consigned to C?” 

We assume that in the absence of A’s name ap- 
pearing on the bill of lading as shipper, that D’s 
name did so appear. If, therefore, D did not give any 
reconsignment orders concerning the shipment while 
in transit, or if the carriers had personal knowledge 
that D was simply the agent of A in the transportation 
of the same, then a delivery thereof at C’s siding, when the 
bill of lading stipulated delivery at X, and an ac- 
ceptance of B’s receipt as equivalent to acceptance by 
the lawful owner, was such evidence of a wrong de- 
livery as to make the delivering carrier chargeable 
ewith conversion. As a carrier who has converted prop- 
erty cannot claim the benefit of a provision in the bill 
of lading limiting its liability in the event of loss or 
damage, A has a good cause of action against the 
carriers,,and his measure of damages is calculated by 
the market value of the pipe at X at the time it 
should have arrived there, and not by the invoice price 
at Y. 

* * « “ 


Duty of Owner When Damaged Goods Not a Total Loss. 


West Virginia.—‘“Shipment made from the mill ar- 
rived at destination in damaged condition, totally un- 
fit for consignee’s use. If the consignment is returned 
to the mill it can be put in good shape by recon- 
ditioning, but is it obligatory on the part of the shipper 
to do so, or can the interested carrier be held for the 
amount of the invoice if the material is damaged be- 
yond consignee’s use?” 

The mere fact that the goods are injured does not 
render the carrier liable for their full value if they 
are still applicable to the use for which they were 
intended. If the damages are such as are repairable 
without undue expense, the owner should not abandon 
the goods, but should have them reconditioned®and may 
recover the reasonable costs and expenses incurred by 
him in repairing them, and also a fair compensation 
for the loss of the use of the goods during such time. 
But if the property is so damaged as to be beyond 
repair, except at an expense exceeding its value, the 
consignee may refuse to receive it, and may recover 
as for total loss. 


Delay Resulting From Labor Strike No Cause for 
Waiver of Demurrage. 

Iitinois.—“Shipment moving from A to B arrived ; 
that point one week later, and owing to a strike « 
ice handlers at that point, which forced consignee into 
bankruptcy, was allowed to remain on track for 
period of sixteen days before we were notified of no: 
delivery. Forty dollars car service in all accrued b: 
fore we were able to dispose of car, because of sam 
conditions which caused refusal No one was _ in 
position to handle car at that point while this strik 
remained. Can we obtain waiver of the demurrag: 
charges under such circumstances? Could not a situa 
tion of this kind come under Section 1 of the Uniform 
Bill of Lading exempting the shipper from damages 
account delay caused by the public enemy?” 

The only causes for which demurrage charges may 
not be assessed for detention of cars are those stated 
in Rule 8 of the Uniform Demurrage Code. These are 
First, weather interference;. second, bunching; third 
demand of overcharge; fourth, delay or improper notic: 
by carrier; and fifth, railroad errors or omissions. A 
labor strike does not come within the meaning of any 
of these exceptions. It is not a “railroad errors 01 
omissions,” nor a “weather -interference;” although 
more closely approaching the latter in principle than 
that of any other. For the report of the committee o1 
car service and demurrage to the convention of the 
National Association of Railway Commissioners, which 
adopted the present code, and which was received th: 
approval of the Interstate Commerce Commission, said 
on this point the following: 

“The exact limits of the principle involved herein 
should be carefully noted. It covers car delay which 
is due to weather conditions and the ‘Act of God 
generally; it applies to car delay for which the govern 
ment is responsible. In all these cases, it will be ob 
served, loading and unloading would be equally im 
possible, whether the obligation rests upon the carrier 
or the shipper. The conditions are general, handicapping 
all alike. On the other hand, the principle does not 
extend to car delay caused by a _ strike of th 
shipper’s or receiver’s laborers, fire within™ his plant, 
or a breakdown of his unloading machinery. In these 
latter cases we do not have a general condition inter 
fering with the enjoyments of the transportation ser\ 
ice, but a disability personal to the individual shippe! 
or receiver alone. The carrier cannot reasonably b« 
expected to bear. the burden of personal misfortunes 

* n * 
Rate Must Apply According to Movement. 

Ohio—“On March 21, 1913, we made @ shipmen 
from Cincinnati to Hamilton, Ohio, which was lost i! 
the flood. We placed claim with the railroa@d compan 
for the value of this shipment and same was 4d 
clined on the basis that shipment was lost throug 
an act of providence. We now receive freight bi 
from the railroad company for $1.09 freight charge o 
this shipment. Kindly advise if the Interstate Con 
merce Commission has rendered a ruling on a simila 
case of this kind and whether we will be obliged t 
pay this freight charge.” 

If the carrier’s tariffs did not provide for a re 
duced rate on shipments lost or detoured on accoun 
of blockades, floods, etc., then it must collect its ful 
tariff rate on the shipment in question, on the broa: 
ground that the carrier has performed, in whole or i! 
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p.rt, its service and cannot be held accountable for 
lo-ses resulting from causes beyond its control. The 
s|ipment in question being intrastate, it will not, of 
course, be goverened by the rules laid down by the 
futerstate Commerce Commission, but in a case. com- 
ing before that Commission, it was held that the car- 
rier must collect its lawful rate to the junction point 
and cannot apply its proportion of the through rate on 
the following statement of facts: “Upon the arrival 
of a shipment at the junction designated in the con- 
signee’s routing instructions, it appeared that because 
of a Washout on its lines, the connecting carrier 
could not accept the movement. The _ shipper - there- 
upon assumed custody of the shipment and forwarded it 
by a water line.” The Commission further held, in 
Rule 213 (b) ibid., “If, because of such blockade, a car- 
rier’s train is detoured from the line of another car- 
rier, or special train is arrangéd for movement of the 


Note.—Items in the Docket marked with an asterisk (*) are 
new and have not been carried in the publication during the 
preceding week. 


January 17—Cullman, Ala.—Special Examiner Disque: 
* 3449—W. J. Scheuing vs. L. & N. R. R. Co. 
*, Fourth Section Application No. 1952. 
January 17—Chicago, Ill.—Commissioner Prouty: 
1 & at pace weights on fresh meats and other com- 
mo es. 


January 17—Argument at Washington, D. C.: 
4844—-In the matter of bills of lading. 
6130——Louisiana State Rice Milling Co. vs. M. La. & Tex 
R. R. & 8S. S. Co. et al. 


January 17—Chattanooga, Tenn.—Special Examiner Disque: 
3449—W. J. Scheuing vs. L. & N. R. R. Co. 
Fourth Section Application No. 1952. 


January 19—Chicago, Ill.—Special Examiner Mackley: 

|. & S, 280—Coal rates from Indiana and Illinois mines to 
stations in Iowa. 

|. & S. 287—Rates on iron and steel articles between Chicago, 
St. Louis, St. Paul and other points and Des Moines, Ia., 
Sioux City, Ia., Sioux Falls, S. D., and other points. 

1. & S, 295—Rates on packing house products, fresh meats and 
other products from Mason City, Ia., and other points to 
points in Arkansas and Texas. 


January 19—Chattanooga, Tenn.—Special Examiner Disque: 
5543—J. F. Dale Sand Co. et al. vs. Sou. Ry. Co. et al. 
oars Mailing Machinery Co, vs. N. C. & St. L. Ry. 

‘o. et al. 
5642—J. M. Card Lumber Co. vs. C. N. O. & T. P. Ry. Co. et al. 


January 18—Dubuque, Ia.—Special Examiner Settle: 
6115—Carr, Ryder & Adams Co. et al. vs. Sou. Pac. Co. et al. 
January 19—San Francisco. Cal.—Special Examiner Thurtell: 
Fourth Section Application Nos. 8835, 349 and 675. 


January 19—Tampa, Fla.—Special Examiner Smith: 
5247—Tampa Board of Trade vs. L. & N. R. R. Co. et al. 
January 20—Chicago, [ll.—Special Examiner Mackley: 
!. & $. 302—Box board rates from Wilmington, Ill, and other 
points to Chicago, Ill., Milwaukee, Wis., and other points. 
|. & S. 315—Rates on wind mills and other articles, including 
gasoline engines, in mixed carloads, from eastern shipping 
points to points in California and other points. 
|. & S. 338—Coal rates to Dewéy, Okla. 


January 20—Chattanooga, Tenn.—Special Examiner Disque: 
5643—McLearr Lumber Co. vs. Ala. Gt. Sou. R. R. Co. 
5824—-Chattanooga Bottle and Glass Mfg. Co. vs. N. C. & St. 

L. Ry. Co. et al. 
5873—Durham Coal and Iron Co. vs. L. & N. R. R. Co. et al. 
a & Vortis Lumber Co. vs. L. & N. R. R. Co. 
et al. 
Fourth Section Application Nos. 3965, 1952 and 1065. 
Fourth Section Application Nos. 458 and 1952. 

January 21—Minneapolis, Minn.—Special Examiner Settle: 

* 6194—Holmes & Hallowell Co. vs. Great Nor. Ry. Co. et al. 

January 21—Chattanooga, Tenn.—Special Examiner Disque: 

* Fourth Section Application Nos. 1952, 461 and 2138. 

January 21—Chicago, Ill—Commissioner McChord: 
4906—In the matter of private cars. 

January 21—Chattanooga, Tenn.—Special Examiner Disque: 
Fourth Section Application No. 458. 
5928—Miles Bros. Grocery Co. vs. L. & N. R. R. Co. et al. 
5965—McLean Co. vs. M. & O. R. R. Co. et al. 
5981—Berry Lumber and Stave Co. vs. L. & N. R. R. Co. et al. 
a & Wiehl Co. vs. Western & Atlantic R. R. Co. 

e 


January 21—Pensacola, Fla.—Special Examiner Smith: 
5938—Florida Cypress Co. vs. L. & N. R. R. Co. et al. 
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interrupted traffic, the tariff rates or fare, if there be 


any for such movement, must be applied.” 
a * a 


In Straight Consignments, Consignee Assumes Risks 
of Transportation. 

Oklahoma.—‘“Consignee in Muskogee bought a car- 
load of Texas lumber on a delivered basis. Shipment 
destroyed in transit. Can he lawfully decline to pay 
the invoice thus requiring’ ‘shipper to make claim 
against the carriers?” 

The law ordinarily presumes the consignee to be 
the owner of the goods, and that the consignor’s duty 
and liability cease on delivery of the same, in good 
order, to the initial carrier. If, however, the con- 
signor has expressly assumed the risks of transporta- 
tion, then the consignee is not liable for the inyoice 
price until delivery has been made, in good order, at 
destination point. 


January 21—Minneapolis, Minn.—Special Examiner Settle: 
6352—Magill & Co, et al. vs. Mo. Pac. Ry. Co. et al. 
6357—Imperial Elevator Co. vs. Gt. Nor. Ry. Co. 

January 21—San Francisco, Cal.—Special Examiner Thurtell: 
Fourth Section Application No. 1403. 


January 22-—-Galesburg, Ill—Commissioner Meyer: 
|. & §. 350—Switching at Galesburg, Il. 
ey ee Orleans, La.—Special Examiner J. Edgar 
mith: : 
6299—-Lucas E. Moore Stave Co. vs. Sou. Ry. Co. et al 


January 22—New Orleans, La.—Special Examiner Smith: 
6133—Otis Mfg. Co. vs. Ill. Cent. R. R. Co. et al. 
6168—Otis Mfg. Co. vs. Tex. & N. O. R. R. Co. et al. 
January 22—Chattanooga, Tenn.—Special Examiner Disque: 
- aa Sewer Pipe and Fire Brick Co. vs. Sou. Ry. 
o. et al. 
6063—Chattanooga Sewer Pipe and Fire Brick Co. et al. vs. 
Ala, Gt. Sou. R. R. Co. et ai. 
6286—Berry Lumber and Stave Co. vs. Ala. Gt. Sou. R. R. Co. 
January 22—Hearing at Washington, D. C.: 
3666—In the matter of the regulations for the transportation 
of explosives and other dangerous articles by freight and by 
express. 
January 23—Kansas City, Mo.—Special Examiner -~Mackley: 
|. & S. 346—Transit privileges on grain at Kansas City, Mo.: 
« 5625—Millers Grain Co. vs. A. T. & S. F. Ry. Co. et al. 


January 23—St. Louis, Mo.—Commissioner Meyer: 
6128—Vulcan Coal and Mining Co. vs. Ill. Cent. R. R. Co. 
January 23—Nashville, Tenn.—Special Examiner Disque: 

Fourth Section Application Nos. 

799—St. Louis & San Francisco R. R. Co. 
*2138—Mobile & Ohio R. R. Co. 
~ 602—New Orleans & North Eastern R. R. Co. 
1548—Southern Ry. Co. 

461—Alabama & Vicksburg Ry. Co. 

458—Nashville, Chattanooga & St, Louis Ry. Co. 
1952—Louisville & NashvillesR. R. Co. 

to be heard in connection with Docket No. 6340. 
6061—Mount Pleasant Fertilizer Co. vs. Bast Jordan & Sou. 
R. R. Co. et al. 
6117—Mount Pleasant Fertilizer Co. vs. LL. & N. R. R. Co. etal. 
6173—Mount Pleasant Fertilizer Co. vs. Sou. Ry. Co. et al. 
6174—Mount Pleasant Fertilizer Co. vs. L. & N. R. R. Co. 
6186—Mount Pleasant Fertilizer Co. vs. L. & N. R. R. Co. 
——— Pleasant Fertilizer Co. vs. N. 0. & N. W. R. R. 
o. et al. 


January 23—New Orleans, La.—Special Examiner Smith: 
1. & S. 307—Class and commodity rates between New Orleans, 
La., and other points and Brownsville, Tex. 
6272—Jung & Sons Co. vs. L. & N. R. R. Co. 


January 24—Erie, Pa.—Special Examiner Gutheim: 
* 6233—Standard Chair Co, vs. P. R. R. Co. et al. 


January 24—Chicago, Ill.—Special Examiner Settle: 
6275—Western Newspaper Union vs. C. M. & St. P. Ry. Co. 
6356—City Ice and Supply Co. vs. C. & N. W. Ry. Co. et al. 


January 24—El Centro, Cal.—Special Examiner Thurtell: 
Fourth Section Application No. 8491. 

January 24—Nashville, Tenn.—Special Examiner Disque: 
5480—Chesnutt Lumber Co. vs. L. & N. R. R. Co: 
6332—J. H. Wilkes & Co. vs.-Ala. Gt. Sou. R. R. Co. et al. 


January 26—Memphis, Tenn.—Special Examiner Disque: 
5196—Paducah Box and Basket Co. vs. Ill. Cent. R. R. Co. 
5383—Orgill Bros. & Co. vs, Ill. Cent. R. R. Co. 
5659—Helena Freight Bureau vs. Mo. Pac. Ry. Co. et al. 
5672—Gayoso Lumber Co. vs. Gulf & S. I. R. R. Co. et al. 


January 26—Milwaukee, Wis.—Special Examiner Gutheim: 
* 6278—Milwaukee Fruit and Produce Exchange vs. Crosby 
Trans. Co. et al. 
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January 26—Washington, D. C.—Special Examiner Marshall: 
— oe wae and Supply Co. vs. Grand Trunk Western 
y. Co, et al. 


January 26—Washington, D. C.—Special Examiner Gibson: 
6216—Page Milling Co. et al. vs. Norf. & West. . Co. 
6269—-Stuart’s Draft Milling Co. et al. vs. Sou. Ry. Co. et al. 


January 27—Topeka, Kan.—Special Examiner Gutheim: 

* 1. & S. 34—Storing in transit and concentration in transit 
privileges upon shipments of dairy products from eastern 
shipping points to destinations in California, Washington 
and other points. 


January 27—Pittsburg, Pa.—Special Examiner Settle: 
5827—-Central West Virginia Glass Mfrs. Assn. vs. B. & O. 
R. R. Co. et al. 
January 27—Memphis, Tenn.—Special Examiner Disque: 
Fourth Section Application No. 1962. 
5475—Memphis Freight Bureau for Memphis Rice Mills vs. Ill. 
Cent R. R. Co. et al. 
5856—Memphis Freight Bureau for Chickasaw Cooperage Co. 
vs, lll, Cent. R. R. Co. et al. 
we - hg A of Brownville, Tenn., et al. vs. L. & N. R. R. 
oO, et al. 
5846—May Bros. et al. vs. St. LL. & S. F. R. R. Co. et al. 
January 28—Topeka, Kan.—Special Examiner Gutheim: 
* 6228—Topeka Traffic Assn. vs. Ala. & Vicks. Ry. Co. et al. 
* 6119—Public Utilities Commissioner of Kansas vs. Ala. & 
Vicks. Ry. Co. et al. : 
* 6235—Topeka Traffic Assn. vs. C. R. lL. & P. Ry. Co. et al. 


January 28—Memphis, Tenn.—Special Examiner Disque: 
5936—Pouncey Paving and Construction Co. vs. St. L. L M. & 


Sou. Ry. Co. 

ere Gee Co. vs. Yazoo & Miss. Valley Ry. 
Co, et al. 

6998—Wickey & Sons Co. et al. vs. Mo. & Nor. Ark. R. R, 
Co, et al. 


6018—City of Covington, Tenn., et al. vs. Ill. Cent. R. R. Co. 
Fourth Section Application Nos. 2043 and 2045. 


January 28—Washington, D. C.—Special Examiner Gibson: 
a Fruit Growers’ Assn. et al. vs. B. & O. R. R. 
‘Oo. et al. 


January 28—Philadelphia, Pa.—Special Examiner Settle: 
6023—-Middletown Car Co. vs. P. R. R. Co. et al. 
i. & S. 320—Coal rates to Perth Amboy, N. J. 


January 28—New Orloans, La.—Special Examiner Smith: 
5907—-C. W. Robinson vs. N. O. Gt. Nor. R. R. Co. et al 
ie pacman Orleans Cypress Co. vs. La. Ry. & Nav. Co. 
e ; . 
ew Orleans Board of Trade vs. La. Ry. & Nav. Co. 
et al. 
6323—New Orleans Board of Trade vs. N. 0. & N. E. R. R. Co. 
5544—Capital City Oil Co. vs. Tex. & Pac. Ry. Co. et al. 
January 28—Jackson, Miss.—Special Examiner J. E. Smith: 
Fourth Section Application No. 461. 
5420—G. B. Merrili & Bro. vs. Sou, Ry. Co. et al. 
6032—-Jackson Oil and Refining Co. vs. Sou. Ry. Co. et al. 
6109—-Meeds Lumber Co. vs. Ala. Cent. Ry. Co. et al. 
6116—Morrison Coal Co. vs. Ill. Cent. R. R. Co. et al. 


January 28—Memphis, Tenn.—Special Examiner Disque: 
* 6311—H. C. Miller et al. vs, Ill Cent. R. R. Co. et al. 


January 29—New Orleans, La.—Special Examiner Thurtell: 
Fourth Section Application Nos. 677 and 1766. 


January 29—Jackson, Miss.—Special Examiner Smith: 
6227—Hall & Legan Lumber Co. vs. Sou. Ry. Co. 
5648—Pine Belt Lumber Co. vs. Gulf & 8S. I. R. R. Co. 


January 29—Memphis, Tenn—Special Examiner Disque: 
Fourth Section Application Nos. 4218 and 4219. 
6148—J. A. Brittain vs. N. C. & St. L. Ry. Co. et al. 
6149—Obion Hardware Co. et al. vs. C. L. & S. R. R. Co. et al. 
6236—-E. Sondheimer Co. vs. St. L. I. M. & S. Ry. Co. et al. 
6169—Anderson Tully Co. vs. St. L..& S. F. R. R. Co. et al. 


January 29—Jackson, Miss.—Special Examiner J. Edgar Smith: 
Fourth Section Application Nos. 461 and 2045. 


January 30—Memphis, Tenn.—Special Examiner Disque: 
6363—Anderson Tully Co. vs, St. L. L. M. & Sou. Ry. Co. et al. 
ae sp aereen Tully Co. vs. Yazoo & Miss. Valley R. R. Co. 

et al. 
6341—Oliver-Pinnie Co, vs. Sou. Ry. Co. et al. 
6368—Oliver-Pinnie Co. vs. L. & N. R. R. Co. et al. 

January 30—Chicago, Ill—Special Examiner Eddy: 

* 6271—Monon Coal Co. et al. vs. C. & E. IL. R. R. Co. et al, 

January 30—Memphis, Tenn.—Special Examiner Disque: 

Fourth Section Application Nos. 1779 and 2043. 

January 31—Albany, N. Y.—Special Examiner Settle: 

|. & S. 335—Marble rates from Vermont points. 

January 31—Vicksburg, Miss.—Special Examiner Smith: 
5481—E. J. Bomer and J. C. Bomer vs. Yazoo & Miss. Valley 

R. R. Co, et al. 

February 2—Cairo, [1l.—Special Examiner Disque: 

* Fourth Section Application No. 2045. 
6203—Sou. Lumber Co. vs. La. Ry. & Nav. Co. et al. 
6347—Clark Danforth Handle Co. vs. Ill. Cent. R. R. Co. 


February 2—New Orleans, La.—Special Examiner Thurtell: 
The wre. Fourth Section Applications: 
461— Alabama Vicksburg Ry. Co. 
'542——Alabama Great Southern R. R. Co. 
$965—C. N. O. & T. P. Ry. Co. 
2045—Ill. Cent. R. R. Co, 


1065—L. H. & St. L. Ry. Co. 


1548—Sou. Ry. Co. 
'2043—-Yazoo & Miss. Valley R. R. Co. 


754—Louisiana Ry. & Nav, Co. 

4218—Mo. Pac. Ry. Co. 

4886-4907-4908—St. Louis Southwestern Ry. Co. 
3528—Missouri, Kansas & Texas Ry. Co. 
1950-1951—Kansas City Sou. Ry, Co. 

2636—Texas & Pacific Ry. Co. 
8671-3672—Missouri & North Arkansas R. R. Co. 
2388—St, Louis & San Francisco R. R. Co. 


February 2—Owensboro, Ky.—Special Examiner J. E. Smith: 
‘5880—Drury Coal Co. vs. Ill. Cent. R. R. Co. 
6031—Owensboro Wagon Co. vs. Sou. Ry. Co. et al. 

February 2—Denver, Colo.—Special Examiner Gutheim: 

* 1. & S. 344—Coal rates from Oak Hills, Colo. 

* 1. & S. 309—Rates on bananas and cocoanuts from New Or- 

leans, La., and other gulf ports to points in Idaho and other 
states. 


Februa 3—Louisvilie, Ky.—Special Examiner J. Edgar Smith: 
5966—Sunny Brook Distillery Co. vs. Pa. Term. Ry. Co, et al. 
6164—S, J. Greenbaum Co. vs. L. & N. R. R. Co. et al. 
6155—S. J. Greenbaum Co. vs. B. & O. R. R. Co. et al 
6156—S. J. Greenbaum Co. vs. Sou. Ry. Co. et al. 

Fourth Section Application Nos, 1548 and 1952. 


February 4—Cincinnati, 0.—Special Examiner Disque: 
* 6219—B. Johnson & Son vs. L. & N. R. R. Co. et al. 


February 4—Cincinnati, O.—Special Examiner Disque: 
6264—Dewey Bros. Co. vs. B. & O. S. W. R. R. Co, et al. 


February 4—Hearing and argument at Washington, D. C.: 
t. & S. 11—The tap line case. 


February 4—Salt Lake City, Utah—Special Examiner Gutheim 
* 6392—Knight Woolen Mills vs. C. & N. W. Ry. Co. et al. 
February 5—Salt Lake City, Utah—Special Examiner Gutheim: 
* 6280—boish Lumber Co, vs. Pac. & Ida. Nor. Ry. Co. et al. 


February 6—Argument at Washington, D. C.: 
5314—Allentown Portland Cement Co. vs. P. & R. Ry. Co. 
« §991—Pacific Coast Gypsum Co. et al. vs. Ore.-Wash. R. R. 
& Nav. Co. et al. 
|. & S. 248—Emlenton, Pa., petroleum rates. 
%771—Stonega Coke and Coal Co. vs. L. & N. R. R. Co. et al. 
February 7—Argument at Washington, D. C.: 
6127—Metropolis Commercial Club vs. Ill. Cent. R. R, Co. et al 
5490—Lebanon Commercial Club vs. L. & N. R. R. Co. et al. 
~ §445—Cunningham, Duncan & Co. et al. vs. LL. & N. R. RB. Co. 
5673—Lindsay & Co., Ltd., vs. Wells Fargo & Co. et al. L 
5825—Lindsay & Co., Ltd., et al. vs. Northern Express Co. 


et al. 
February -9—San Francisco, Cal.—Special Examiner Gutheim: 
* 1. & S. 314—Storing in transit and concentration in transit 


privileges upon shipments of dairy products from eastern 
shipping points to destinations in California, Washington and 
other points. 

* 5978—Wichita Produce Assn. vs. A. T. & S. F. Ry. Co. et al. 

* 6366—Big Basin Lumber Co. et al. vs. Sou. Pac. Co. et al. 


February 11—San Francisco, Cal.—Special Examiner Gutheim 
* aro R. Commission of California vs. Ala. G, S. R. R. Co. 
et al. 


February 11—Argument at Washington, D. C.: 
4817—-George A. Hormel & Co. vs. C. M. & St. P. Ry. Co. et al. 
6899—-Mobile Chamber of Commerce and Business League et 

al. vs. Abilene & Rockfish R. R. Co. et al. 
6082—New Orleans Cotton Exchange et al. vs. L. & N. R. R. 


Pr ee at Washington, D. C.: 
6089—Whegler Lumber and Bridge Supply Co. et al. vs. A. T. 
& S. F. Ry. Co. et al. 
6225—Transportation Bureau of the New Seattle Chamber of 
Commerce vs. Great Northern Ry. Co. 
6051—Rockford Mfrs. and Shippers’ Assn. vs. A. T. & S. F. 
Ry. Co. et al, 
$889—-Furniture Mfrs.’ Assn. of Grand Rapids vs. Ann Arbor 
R. R. Co. et al. 
February 13—Argument at Washington. D. C.: 
4#903—Davidson Lumber Co. vs. Sou. Ry. Co. et al. 
$828—Jefferson Milling Co. vs. B. & O. R. R. Co. 
(. & S. 237—Illinois-St. Louis coal rates. 
6668—Lumaghi Coal Co. et al. vs. B. & O. S. W. R. R. Co. et al 
oa aie oe pede League of St. Louis vs. B. & O. S. W 
. R. Co. et al. 


February 13—Los Angeles. Cal.—Special Examiner Gutheim: 
* §929—Edmund Peycke Co. vs. ‘Wells Fargo Co. et al. 


February 14—Argument at Washington, D. C.: 
6048—Livingston Bros. Co. vs. C. M. & St. P. Ry. Co. et al 
5791—W.. D. Weaver vs. West Shore R. R. Co. et al. 
Se Baggage Committee vs. A. T. & S. F. Ry. Co 

et al. 

February 14—Oral argument of Docket 5791, W. D. Weaver vs 
West Shore R. R. Co. et al., now assigned before the Com 
mission at Washington, is cancelled. 

February 16—Hearing at Washington, D. C.: 

* 6223—Tanners’ Supply Co. vs. L. & N. R. R. Co. et al. 


February 16—Argeument at Washington, D. C.: 

* 5764—Bascom French Co. vs, A. T. & S. F. Ry. Co. et al. 

* 5840—Merchants and Mfrs. Assn. of Baltimore vs. Cape 
Charles R. R. Co. et al. 

* er 2 eee Sand and Gravel Co. vs. Vandalia R. R. Co 
et al. 

* 6007—H. F. Norton Co. vs. Nor..Pac. Ry. Co. et al. 

* 6211—Frye & Co. vs. Nor. Pac. Ry. Co. et al. 

* 6268—Hans Trier vs, C. St. P. M. & O. Ry. Co. et al. 


February 17—Hearing continued from January 5, at Boston, 
Mass.—Special Examiner Rynder: 
Boston Potato Receivers’ Assn. vs. Clyde S. S. Co. et al 


February 18—Kansas City. Mo.—Commissioner Mever: 
* 6180—Board of Trade of Kansas City, Mo., vs. St. L. & 8. F 
R. R. Co. et al. 
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Feoruary 19—Fort Worth, Tex.—Special Examiner Gutheim: 
+. & §. 359—Malt rates to Texas points. 


Feoruary 19—Oklahoma City, Okla.—Special Examiner Gutheim: 

* |, & S. 336—Peanut rates to Oklahoma City, Okla. 

February 20—Oklahoma City, Okla.—Special Examiner Gutheim: 

* aa Brough & Robinson et al. vs. A. T. & S. F. Ry. 
Co. et al. 

* 5649—Corporation Commission of Oklahoma vs. K. C. M. & 
O. Ry. Co. et al. 

* 6259—Corporation Commission of Oklahoma vs. Wichita Falls 
& N. W. Ry. Co. et al. 


February 23—St. Louis, Mo.—Special Examiner Gutheim: 
* 6067—Bradley Lumber Co. vs. Ann Arbor R. R. Co. et al. 


February 25—Louisville, Ky.—Special Examiner Gutheim: 

* 5508—Louisville Board of Trade vs. L. & N. R. R. Co. 
February 27—Louisville, Ky.—Special Examiner Gutheim: 

* 1. & §. 337—Cottonseed foots rates from New Orleans, La. 


February 28—Pittsburg, Pa.—Special Examiner Gutheim: 
* 6318—Grain and Hay Exchange of Pittsburgh vs. Pa. Co, et al. 


DIGEST OF NEW COMPLAINTS 


No. 6430. Magill & Co., Fargo, N. D., vs. C. M. & St. P. Ry. 

Against a rate of 52 cents per 100 pounds, any quantity, on 
shipments of wheat from Fargo, N. D., to Watauga, N. D., 
is unreasonable and discriminatory. Reasonable rates asked 
for and reparation. 

No. 6431. John H. Fine, Rudy, Ark., vs. St. Louis & San Fran- 
cisco R. R. 

Against a rate of 21 cents per 100 pounds on watermelons, 
Cc, L., Rudy, Ark., to Springfield, Mo. Ask for a rate not to 
exceed 14 cents, and reparation to that basis. 

No, 6432. Asa Wilcox, Wells, Pa., vs. Florida East Coast Ry. 

Unjust, unreasonable and excessive charges on shipment of 
household goods and vegetables from Seeley Creek, N. Y., to 
Arch Creek, Fla. Maxima rates asked for the future trans- 
portation of hay and potatoes between points named, and 
reparation. 

No. 6433. Brown Cracker and Candy Co., Dallas, Tex., vs. At- 
lanta & West Point R. R. Co. et al. 

Unjust and unreasonable charges on shipment of nested fiber 
packing boxes, Atlanta, Ga., to Dallas, Tex. Cease and desist 
order, and reparation asked for. 

No, = Bristol & Sweet Co., Fargo, N. D., vs. C. M. & St. P. 
Ry. Co. 

Excessive charges on L. C. L. shipments of liquid harness 
dressing and liquid harness ink, Milwaukee, Wis., to Fargo, 
N. D. Ask for a reclassification, just and reasonable rates, and 
reparation. 

No. = Petit Salt Co., Milwaukee, Wis., vs. C. M. & St. P. 
et al. 

Excessive charges on salt. C. L., from Milwaukee to points 
on the C. B. & Q. in Iowa, Nebraska, Kansas, Colorado, South 
Dakota, Wyoming and Montana, the rates being made up of 
combinations of the locals. Reasonable rates asked for, and 
reparation. 

No. 6437. George H. Lee Co., Omaha, Neb., vs. C. B. & Q.-et al. 

Against a rate of 97 cents on carload shipment of incuba- 
tors and brooders as excessive, unjust, unreasonable and un- 
duly excessive. Reparation asked for. 

No. 6438. L. M. Ewing, Knoxville, Tenn., vs. Louisville & Nash- 
ville R. R. 

Against a rate of 45 cents per 100 pounds on excess sample 
trunks by reason of computing the charges in multiples of 
five. Cease and desist order asked for and such further orders 
as may appear to the Commission to be reasonable. 

No. 6439. Pulp and Paper Manufacturers’ Association, Chicago, 
Ill., vs. Duluth, South Shore & Atlantic et al. 

Unjust, unreasonable and unduly discriminatory rates for 
the transportation of pulpwood from points in Michigan to 
and through points in Wisconsin, by reason of the absence of 
through rates, or of just and reasonable combination rates. 
Cease and desist order and the establishment of just and 
reasonable through rates asked for. 

No. 6440. Fifer Caudle, Dalhart, Tex., vs. Union Pacific et al. 

Excessive charges and demurrage charges on shipments of 
potatoes from Cloverly, Colo. ,to Tucumcari, N. M. Repara- 
tion asked for. 

No. 6441. Adams Stave Co., Inc., Broken Bow, Okla., vs, Texas, 
Oklahoma & Eastern et al. 

Alleges that rates on oak and gum staves from Broken Bow 
to various destinations are unjust, unreasonable and unduly 
discriminatory in that they are two cents higher than rates 
from Valliant, Okla. Demand reasonable rates and reparation 
amounting to $6,324. 

No. 6442. ugusta Barge Line Co., Augusta, Ga., vs. Ocean 
Steamship Co. of Savannah et al. 

Against the withdrawal of rates and divisions from and to 
Augusta via the Savannah River and a failure to reestablish 
through routes end joint rates. Hearing and investigation 
asked for, the issuance of a cease and desist order, the estab- 
lishment and mairitenance in connection with the Augusta 
Barge Line Co. of through routes and joint rates in the 
state of Georgia and points in the east and eastern interior. 

No. 6442, Sub. No. 1. Merchants and Manufacturers’ Assn., Au- 
gusta, Ga., vs. Ocean Steamship Co. of Savannah et al. 

Same as above, with special reference to class and com- 
modity rates by water to New York. Boston, Philadelphia, Bal- 
timore, Jacksonville, Dover, Del.; Binghamton, N. Y.; Passaic, 
N. J.; Erie. Pa.; Somersworth, N. H.; Brattleboro, Vt.: Bonds- 
ville and North Adams, Mass.; Lewiston, Me.: Rochester and 
Utiea, N. ¥.: Cumberland, Md., and other eastern and interior 
eastern points. 

No, 6442, Sub. No. 2. Enterprise Mfg. Co. and Riverside Mills 
vs. Ocean Steamship Co, et al. 

Same as above. 
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No. 6443. W. & J. Sloane, San Francisco, Cal., vs. Southern 
Pacific et al, 

Excessive and unreasonable charges on shipment of display 
racks, etc., New York to San Francisco. Maxima rates asked 
for, and reparation. 

No. 6444. Carthage Sulphite Pulp and Paper Co. et al., Car- 
thage and: Brownsville, N. Y., vs. N. Y. C. & H. R. R. R. et al. 

Unreasonable, excessive and unjust rates on wrapping paper, 
wood pulp board, box board, etc. Reasonable rates asked 
for, and reparation. 

i i . Julius Friedlander & Co. vs. Central of Georgia Ry. 
et al. 

Against class of ‘‘A” rates of 32 cents, Augusta, Ga., to Cin- 
cinnati. Cease and desist order asked for, the establishm wnt 
of maxima rates, and reparation. 

No. 6446. City of Milwaukee vs. C. M. & St. P. et al. 

Against the absence of joint through rates applicable to 
shipments of coal from mines in Pennsylvania and adjacent 
territory to Milwaukee. Cease and desist order and maxima 
rates asked for. 

No. 6447. Grand Rapids Lumbermen’s Assn. vs. Grand Rapids 
& Indiana Ry. Co. et al. 

Unreasonable rules governing the transit privileges on lum- 
ber at Grand Rapids, especially as compared with the transit 
rules obtaining at Bay City, Saginaw, Big Rrapids, Ludington, 
Muskegon, Reed City and Traverse City, Mich. Cease and 
desist order, the establishment of maxima rates, reasonable 
and definite rules and rates governing transit privileges, and 
any further orders which the Commission may deem the sit- 
uation justifies. 

No. 6448. Alfed Hirsch, New Orleans, vs. Illinois Central. 

7 Alleges that the rate of 29 cents on sunflower seed from 
New Orleans to East St. Louis is unjust and unreasonable. 
Demands reasonable rates and reparation down to 22 cents. 

ie _~— agate Grain Co. of Ft. Worth, Tex., vs. St. L. IL M. 

. et al. 

Alleges imposition of unreasonable rate on wheat from Con- 
way Springs, Kan., to Ft. Worth, due to alleged misrouting. 
No. 6450. Peter A, Fox of Coweta, Okla., vs. C. Gt. West. et al. 

Alleges unjust and unreasonable rates on potatoes from 
= to Des Moines. Demands reasonable rate and repara- 

on. 

- —" Texas Refining Co., Greenville, Tex., vs. Ala. & Vicks. 
et al. 

Alleges excessive rate on lard substitute to points in Okla- 
homa, Louisiana, Arkansas. Mississippi, New Mexico and else- 
where. Demands reasonable rates. 

No. a i Humane Remedy Co., Des Moines, Ia., vs. C. Gt. West. 
et al. 

Alleges unjust and unreasonable rates on creosote from Chi- 
cago and Chicago rate points to Des Moines. Demand just 
and reasonable rates and reparation. 

No. 6452, Sub. No. 1. J. K, & W. H. Gilchrist Co., Des Moines, 
vs. C. Gt. West. 

Unreasonable rates on cherry lumber, L. C. L., from Chi- 
cago to Des Moines growing out of various intrastate rates. 
Demand reasonable rates and reparation. 

No, poy 8 Oconee Brick and Tile Co., Milledgeville, Ga., vs. S. A. 
L et al. 

Alleges unjust and unreasonable rates on hollow fireproofing 
tile from Milledgeville to points in Plcrida and South Caro- 
lina. Demands reasonable rates and reparation. 


No, 6454. Altna Powder Co., Chicago, vs. Wabash et al. 

Unjust and unreasonable rate on dynamite from A®dtna, Ind., 
to Sparks Quarry, Ky. Demands reasonable rate and repara- 
tion. 

No, 6454, Sub. No. 1. Same vs. same, on shipment of dynamite 
from Actna to Pleasure Ridge Park, Ky. Demands reasonable 
rate and reparation. 

No, 6455. Green River Lumber Co. et al., Memphis, Tenn., vs. 
St. L. Il. M. & S. 

Alleges unreasonable and unduly discriminatory rates on 
hardwood lumber from Memphis to Galveston, 26 cents, as 
compared with the rate of 17 cents from Chicago, Milwaukee. 
Peoria and other points grouped therewith, and 15 cents from 
St. Louis, Cairo, Evansville, etc. Demands rate of 12 cents. 

No. 6255, Sub. No. 2. Sid F. Mack Produce Co., Globe, Ariz., vs. 
Arizona Hastern R. R. et al. 

Alleges the assessment of excess charges on shipments of 
fruits and vegetables from Los Angeles to Globe. Ariz. De- 
mands cease and desist order, maxima rates for future ship- 
ments and reparation. 

No, 6255, Sub. No. 3. Miami Commercial Club, Miami, Ariz., vs. 
Arizona Eastern R. R. et al. 

Same as above. with reference to shipments to Miami. 

No. 6456. W. J. Shellenberger Mercantile Co., Clifton, Colo., vs. 
D. & R. G. et al. 

Alleges unjust, unreasonable and unduly discriminatory rates 
on sugar from San Francisco to Clifton in that they are 
higher than to Denver, Colorado Springs and other points east 
of Clifton. Demand reasonable rate and reparation. 

No. 6457. Samuel F. Scattergood & Co., Philadelphia, vs. C. M. 
& St. P. et al. 

Alleges unlawful imposition of diversion charges on a car- 
load of bran from Minneapolis to Middlefield, Ky. 

No. 6357, Sub. No. 19. Lanesboro Lumber Co., Lanesboro, Minn., 
vs. C. M. & St. P. , 

Unjust. unreasonable and unduly discriminatory rates on 
coal to Lanesboro, the interstate rates exceeding the intra- 
state rates. Cease and desist order asked for, the establish- 
ment of maxima rates for future shipments and reparation. 

No. 6458. Christy E. Shaffmaster & Ben L. Stevens, Toledo, O., 
vs. N. O. & N. E. et al. 

Unjust and unreasonable rate on a carload of yellow pine 
from’ Poplarville, Miss., to Benton Ridge, O., sum of the 
locals being 30 cents, while a through rate of 28 cents was in 
existence to Findlay, a more distant point. 

me, tra Globe-Wernicke Co., of Norwood, O., vs. B. & O. 
et al. 

Alleges unjust and unreasonable L. C. L. rating in Official 
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Classification in that the rating is one and one-half times 
first, while commodities of equal or greater value and of no 
greater weight per cubic foot are accorded first class. De- 
mands a rating not exceeding first class. 

No, 6460. George, I. M., of Needles, Cal., vs. A. T. & 8S. F. 

Unjust and unreasonable charge on a carload of hogs from 
Glendale, Ariz., to Cadiz, Calif. Demands cease and desist 
order and reparation. 

ee iy Brodnax & McLiney of Kansas City, Mo., vs. St. L. 

Allege unreasonable rules with regard to reconsignment 
charge on grain at Kansas City. Demand a reasonable rule 
and reparation. 

No. 6462. Nordstrum, E. A., Omaha, vs. C. M. & St. P. and 
Cc. B. & Q. 

Alleges unjust and unreasonable charge upon shipment of 
bulk corn from Yorkshire, Ia., in that the through rate is in 
excess of the sum of the locals. Demands reasonable through 

. rate and reparation. 

No. 6463. Newmark Grain Co., Los Angeles, and Imperial Grain 
and Warehouse Co., El Centro, Cal., vs. Sou. Pac. and Intra- 
California Ry. 

Unjust and unreasonable rates on grain through failure to 
provide for transit at Fl Centro. Demand through rate with 
privilege of stoppage at El Centro. 

No. 6464. Crows Nest Pass Coal Co., Ltd., Fernie, B. C., and 
Spokane, Wash., vs. Great Northern. 

Allege the imposition of unlawful charge amounting to $232 
on shipments from Mitchel, B. C., to Republic, Wash., through 
failure of carrier to give notice of arrival. 

No. 6465. Pillsbury Flour Millis Co. of Minneapolis vs. Great 
Northern. 

Alleges imposition of illegal rate on durham wheat from 
Duluth, Minn., to Anoka, Minn., on transit privilege through 
the cancellation of billing, whereby defendant refused to per- 
form transportation from Anoka to Chicago for the rest of the 
through rate of 12% cents Demands cease and desist order 
and reparation down to 7% cent rate, amounting to $8,280 

No. 6466. Eads Water Co., Kansas City, vs. A. T. & S. F. et al. 

Alleges unjust and unreasonable rates on mineral waters in 
tank cars from Waukesha, Wis., to Kansas City. Mo., in that 
it is rated fifth class, the same as on beverages of much 
greater value loaded in packages, 30,000 pounds minimum, 
while the minimum weight of the tank cars loaded is 54,000 
pounds. Demands a reasonable rate not exceeding 15 cents, 
and reparation. 

No, 6467. Herb Bros. & Martin, Pittsburgh; vs. Wabash et al. 

Alleges unreasonable rates on oats from Andrews, Ind., to 
New York. Demands a joint rate of 19 cents via Fort Wayne 
and Pittsburgh, and reparation. 

No. 6468. Southern Hardwood Traffic Bureau, Memphis, in be- 
half of R. J. Darnell, Inc., Batesville, Miss.. vs. Ill. Cent. et al. 

Alleges unjust and unduly discriminatory rates on hardwood 
from Batesville to eastern and Virginia cities in that they are 
three cents higher than from Sardis, Miss., nine miles north 
of Batesville. Demand a reasonable rate not exceeding those 
from Sardis, and reparation down to the Sardis rates. 

No, 6470. Berthold & Jennings Lumber Co., St. Louis, Mo., vs. 
Alabama, Tennessee & Northern et al. 

Excessive charges on shipments of lumber, Aliceville, Ala., 
to Chicago, Ill.. by reason of alleged discrepancies in weights 
as between carriers’ weights and those obtained under the 
rules of the Yellow Pine Manufacturers’ Association, which 
they ask to have accepted as the basis, and reparation down 
to that basis. 


No. 6471. Gate City Malt Co.. Omaha, Neb., vs. Chicago, St. 
Paul, Minneapolis & Omaha et al. 

Against a rate of 13% cents per 100 Ibs. on barley, C. L., 
from Minneapolis to Qmaha, as excessive, unjust, unreason- 
able and unduly discriminatory as compared with a rate of 
10 cents contemporaneously in effect on malt between the 
same points. Ask for the establishment of the malt rate and 
reparation to that basis. 


No. 6472. Ducktown Sulphur, Copper and Iron Co., Ltd., Isa- 
bella, Tenn., vs. Louisville & Nashville. 

Against a double first class rate on shipments of dynamite 
from New Jersey points to Copper Hill, Tenn., as unjust, 
unreasonable and excessive. Ask for the single first class 
rate and reparation to that basis. 


No. 6473. S. F. Scattergood & Co., Philadelphia, Pa., vs. Chi- 
cago, Milwaukee & St. Paul, et al. 

Excessive charges on shipment of éarload of bran, Min- 
neapolis to Renovo. Pa., notify Philadelphia, growing out of 
alleged unreasonable provisions and rules on bills of lading. 
Reparation asked for and the removal of the objectionable 
provision. 


MINOR UNREPORTED OPINIONS 


No. A390, Case 2713. Michigan Hardwood Mfg. Assn. et al. 
vs. Transcontinental Freight Bureau et al. Decided Jan. 6, 1914. 
Reparation granted in the sum of $6,890.11, in accordance with 
prior decision of the Commission. 

No. A391, Case 5719. Gisholt Machine Co. vs. C. & N. W. 
et al. Decided Dee. 1, 1913. Rates for the transportation of 
sand from Elgin, Ill, to Madison. Wis., found unreasonable. 
Reparation awarded in the sum of $17.50. 

No. A392, Case 5349. Moore Hardware & Iron Co. vs. D. & 
R. G. et al., Fourth Section Application No. 960. Rates for the 
transportation of blacksmith coal from Conneaut, Pa., to Den- 
MO eee unreasonable and reparation awarded in the sum of 

No. A393, Case 5974. Buffalo Cold Storage Co. vs. San An- 
tonio & Aransas Pass et al. Decided Dec. 1, 1913. Rates for 








the transportation of carload shipments of dressed poultry 
from Yoakum, Tex., to Buffalo, N. Y., unreasonable. Reparation 
awarded in the sum of $80.92. 

No. A394, Case 5617. Benj. H. Namm vs. P. R. R. Co. et al. 
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Decided Dec. 1, 1913. Held complainant not entitled to refund 
of the value of loss, returned portion of round trip ticket frm 
New York to Augusta, Ga. 

No. A395, Case 5633. Gamble-Robertson Commission Co. \s 
Arcadia & Betsy River et al. Decided Dec. 1, 1913. Complain- 
ant’s allegation that carload shipments of apples from Soren: \n, 
Mich., to Minneapolis, Minn., was misrouted, not sustained by 
evidence submitted. Complaint dismissed. 

No. A396, Case 5647. Huron Milling Co. vs. Pere Marque 
Decided Dec. 1, 1913. Rates for the transportation of corn, car- 
load, from Chicago, Ill, to Harbor Beach, Mich., when products 
thereof are reshipped east unreasonable and reparation awarded 

No. A397, Case 5724. Fred Hedger vs. Adams Express Co et 
al. Decided Dec. 4, 1913. Rate of $2 per 100 pounds for e 
transportation of dressed poultry from St. Louis, Mo., to New 
York, N. Y., not unreasonable and complaint dismissed. 

No. A398, Case 5061. Davis Milling Co, vs. A. T. & S. F 
Decided Dee. 3, 1913. Rates for the transportation of pancake 
flour from St. Joseph, Mo., to San Francisco and Los Ange 
Cal, unreasonable, and reparation awarded in the sum of 


$222.56. 
No. A399, Case 3418. Samuel Hastings vs. St. L. & S. F et 
al. Decided Dec. 3, 1913. Tariffs of defendants held unreason- 


able by not containing rule whereby when shipper orders a ca 
of greater dimension than furnished by carrier, a smaller ca 
may be used and freight charges collected on actual weig 
when smaller car is loaded to visible capacity. Repara 
awarded in the sum of $11.79. 


TRANSPORTATION ASSOCIATION 


The Chicago Transportation Association announces 
the following program of meetings for the present sea 
son: 

January 13. Address, Mr. W. M. Hopkins, transpor 
tation manager Chicago Board of trade. Subject “Trans- 
portation and Its Relation to Public Interests.” 

January 20. Commercial Traffie Departments, Ship 
ping, Equipment, Records and Methods of Operating 

January 27. Open discussion on transportation sub- 
jects presented by the members. 

February 3. Express Service Classification, HEquip- 
ment, Methods of Operating and Accounting. 

February 10. Speaker and subject to be announced. 

February 17. Passenger Service, Local and Through 
Service, Operating and Accounting. 

February 24. Open Discussion. 

Under the following headings it is intended to cover 
the different territories quoting the tariffs covering rate 
construction, principal commodities and L. C. L. ship 
ments, routing service and terminals, important I. C. C 
decisions, opportunities and probable development. 











March 3. Chicago to Central Freight Association 
Territory. 

March 10. Speaker and subject to be announced. 

March 17. Chicago to Trunk Line and New England 
Territory. 

March 24. Open discussion. 

March 31. Chicago to Missouri River. 

April 7. Chicago to Minnesota, the Dakotas and 
Canada. 

April 14. Speaker and subject to be announced. 

April 21. Chicago to North Pacific Coast Points. 

April 28. Open discussion. 

May 5. Chicago to South Pacific Coast Terminals. 

May 12. Speaker and subject to be announced. 

May 19. Chicago to Southwestern Committee Terri 
tory. 

May 26. Open discussion. 

June 2. Chicago to Southeastern Territory. 

June 9. Speaker and subject to be announced. 

June 16. Chicago to Export Points. 

June 23. ° Open discussion. 


It is hoped that by active participation by the mem 
bers of the C. T. A., and the support of the officials o! 
the railway express and commercial traffic departments 
the different branches of transportation can favor closer 
relationship between each other, gain greater and broade: 
knowledge and agree on many important suggestions tc 
further the best interests of all concerned. 
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WESTERN CLASSIFICATION 


Official Docket of Hearings Before the Western 
Classification Committee on Applications 
for Changes in Ratings, Rules, Etc., 
in Classification No. 52 


——— 


WESTERN CLASSIFICATION COMMITTEE, 


R. C. Fyfe, Chairman, W. E. Prendergast, H. C. Bush. 

The Western Classification Committee will on the 
date and at the hour named in connection with each 
subject named below take up and consider the following 
applications for changes in ratings, rules, etc., in Classi- 
fication No. 52. Interested parties desiring to appear 
and present arguments on these subjects will be heard, 
at the hour named, in the Committee’s conference room, 
No. 1875 Transportation Building, 608 South Dearborn 
St., Chicago. 

Interested parties who cannot appear in person may 
present written arguments which should contain full in- 
formation as to packing, values, weight, value per cubic 
foot and possible loading per 36-foot car. 


TUESDAY, JANUARY 27. 
Docket No. 13—10:00 A. M.—Tobacco. 

Items 3, 4, 5, 6, 7, 8 and 9 and 11 and 12, Page 260, Classifica- 
on 52.—The following substitutes for these items are pro- 
posed: 

TOBACCO: 
Manufactured: 

Plug or Twist: In boxes, measures or pails, loose, L. C. L., 
first class; in boxes, measures or pails in crates or two or 
more strapped together, L. C. L., third class; in packages 
named, C. L., minimum weight 30,000 pounds, fourth class. 

Cut or Grarmulated: Chewing, fine cut, in boxes, first class. 
Smoking (see note): In bales, L. C. L., first class; in 
boxes, L. C. L., second class; in packages named, C. L., 
minimum weight 24,000 pounds, subject to Rule 6-B, third 
class 

Note.—Ratings for Smoking Tobacco will also apply on cut 
or granulated tobacco, other than Fine Cut Chewing. 
which may be used for chewing as well as smoking. 

Unmanufactured: 

Cuttings or Scraps: In bags, L. C. L., 

in barrels, boxes or hogsheads, L. C. L., 


second class; in bulk 
fourth class; in 


packages named, straight or mixed C. L., minimum weight 
24,000 pounds, subject to Rule §-B, fourth class. 

Leaf: In cartons in boxes, second class; in bales or bundles, 
L. C. L., second class; in bales or bundles, C. L.. minimum 
weight 20,000 pounds, subject to Rule 6-B, fourth class; in 


bulk in barrels, boxes or hogsheads, fourth class. 

Siftings or Sweepings: In bags, L. C. L., second class; in 
bulk in barrels, boxes or hogsheads, L. C. L., fourth class; 
in packages named, straight or mixed C, L., minimum 
weight 30,000 pounds. fourth class. . 

Stems: In bags or bales, L. C. L., fourth class; in bulk in 
barrels, boxes or hogsheads, L. C. L., fourth class; in 
packages named, C. L., minimum weight 24,000 pounds, 
subject to Rule 6-B, class B. 

Docket No. 14—2:00 P. M.—Cement Tile Drain Heads. 

Item 20, Page 101, Classification No. 52. 

CEMENT TILE DRAIN HEADS: 

In packages or loose, Il. C. L., fourth class; in packages or 

loose, C. L., minimum weight 30,000 pounds. class B. 
To amend to read: 

In barrels, boxes or crates, L. C. L., fourth class; in pack- 
ages or loose, C. L., minimum weight 30,000 pounds, 
class B. 


CINCINNATI TRAFFIC BRANCH 





The regular monthly meeting of the Traffic Branch 
of the Cincinnati Chamber of Commerce was held at 
the Business Men’s Club January 12, preceded by the 
usual informal supper. 

Two very interesting competitive papers were read 
as follows: “Industrial Traffic Economy,” by A. E. 
Singleton, traffic manager, Chatfield & Woods Co., and 
“The Furnishing of Empty Equipment,’ by Robert C. 
Storch, traffic manager, the R. K. LeBlond Machine 
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question with the carriers in view of bringing apoout 
some improvement. At the meeting last night, the 
chairman of that committee reported that they held 
a meeting with the Cincinnati Local Freight Agents’ 
Association, and that their suggestions and requests 


for improvement in issuing expense bills were met by 
the railroads in a spirit of hearty co-operation, and 
arrangements were made to insure not only more 


legible bills, but also a number .of other details to be 
remedied. . 

The next meeting of the Branch will be its annual 
meeting, and will be held February 9. Arrangements 
are now being made for an elaborate program and the 
local railroad men and the entire Chamber of Com- 
merce will be invited to attend. 


NEWARK TRAFFIC CLUB. 


At the regular meeting of the Newark Traffic Club 
on January 5, the members and their friends were ad- 
dressed by David Walker, chief inspector of appraisers’ 
stores at New York City, whose fund of facts, gained 
through years of experience and the many specimens 
produced to display intelligently to what extremes 
smugglers were compelled to go, made this vocation 
seem far from the easiest of criminal pursuits, and for 
the greater portion of the evening, delighted his audi- 
ence with humorous incidents as well as showing the 
serious side of government inspection at port cities. 

The campaign for new members, scheduled to 
conclude at this meeting, was extended until February 
2. Earnest solicitation for new members has increased 
the roll by fifty, and the high mark of one hundred 
which it aimed to secure, is expected at this time. 

For the annual dinner on January 24, the dinner 
committee has arranged for addresses by A. V. Ham- 
burg, president of the Board of Trade, Newark, N. J.; 
Jackson E. Reynolds, general attorney of the Central 
Railroad of New Jersey; and one of the eminent mem- 
bers of the New York bar, Francis Hutchins. 

It is promised that at this meeting surprises are 
in waiting for each guest, unique in every way, and 
the outcome will be entirely different from that of any 
dinner at the many traffic clubs. 


BINDING MACHINE CO. GETS NEW QUARTERS. 


The National Binding Machine Co. has moved its 
main office to new and spacious quarters at the corner 
of West and Vestry street, opposite the Desbrosses street 
ferry of the Pennsylvania -Railroad, New York City. 
This is the third move of this company within three 
years—always under the pressure of increasing business. 
In their new quarters, in a thoroughly modern fireproof 
building, their facilities for manufacturing are greatly 
improved and_ they are in position to handle a large 
stock, necessitated by the ever-growing number of iarge 
shippers whom they serve. 

In announcing this change the company says that the 
“optical” outlook from their new offices is a magnificent 
view of the majestic Hudson and the Jersey shore, but 
the mental outlook affords a much wider view, stretching 
west as far as San Francisco, where the company has just 
opened a branch office, north and south as far as Ameri- 
can and Canadian enterprise has pushed commercial estab- 
lishments, A list of patrons of the National Binding Ma- 
chine Co. practically constitutes a list of the foremost and 
most up-to-date shippers of this country and Canada. 
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Vol. XII, N. 


Increasing Efficiency on the Short Haul 


New devices and methods that have made good by increasing efficiency in freight handling and 


other branches of traffic work. Contributions are welcomed. THE TRAFFIC 
WORLD will be pleased to answer inquiries concerning any 
device or method mentioned in this department. 


A PROGRESSIVE STEAMER LINE 


The Philadelphia-New Orleans Transportation Co., 
now connecting by direct service the important ports of 
Philadelphia, Charleston and New Orleans, has equipped 
its line with three splendid new freight ships, the “Robert 
M. Thompson,” “Ruby” and “A. A. Raven,” a picture of 
the latter ship being published herewith. The three 
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Philadelphia Pier of the Philadeiphia- 


steamers are exactly alike, will carry about 4,000 tons 
and are exceedingly well thought of by insurance under- 
writers. 

The company also has splendid terminals at all ports, 
occupying at Philadelphia the new municipal pier No. 19, 
where 20 loaded cars can be accommodated on the de 
pressed Belt Line tracks, to which all railroads entering 
Philadelphia have access. Carload freight, therefore, does 
not break bulk from the time it is loaded by shippers at 
interior points until it is ready to be handled directly 
into the ship. ‘ 

Philadelphia's Belt Line renders unnecessary any 
lighterage around the harbor or draying across the city, 


therefore insuring quick connection and small liabi 
of damage to freight. 

The Charleston terminal is at the foot of Cone str: 
and has track connections with the Southern Railw 
and Atlantic Coast Line through the belt tracks of 
Charleston Terminal Co. 

At New Orleans, Girod street landing, directly in ¢ 
heart of the wholesale district, and a part of New Orlea: 





New Orelans Transportation Company. 


splendid publicly owned dock system, is used and direct 


connection is made to all roads over the tracks of t! 
Public Belt Railroad. 


The company enjoys equal advantages with oth«! 
coastwise lines operating out of New York, Boston an‘ 
Baltimore, both as affecting facilities and through rates 


with the railroads via its various ports. It is an entire 
independent company, literally a shippers’ line. 

The company maintains regular freight service b 
tween points in seaboard territory, via Philadelphia an 


New Orleans and Baton Rouge, Bayou Sara, Monro: 


Shreveport, Lake Charles, Meridian, Natchez and poin 
in Arkansas, Louisiana, Mississippi, Oklahoma and Kansa 
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All Big Shippers Benefit by Boosting | 
the Electric Freight Truck i 


Breakage and shurtages cost shippers and common carriers millions annually. Terminal conges- 
tion is one cause of this heavy loss. tr 
The railroads and steamship lines are not wholly to blame. Frequently the fault lies with : 
the shipper, who persists in sending his freight in at peak periods or just before the train or boat 
leaves. Then in the rush the goods must invariably be roughly handled; sorting is almost im- 
possible and misrouting is the result. 









AWinik 





(THE G. V. ELECTRIC 2000-LB. FREIGHT TRUCK.) 







So when you see a railroad or steamship company adopting any kind of a modern Electric 
freight truck, show your appreciation! It means less breakage, less congestion, better service for 
all concerned. Help them out if you can by getting your goods there early. Fewer claims for 
shortage, quicker service and intact packages at the receiving end will result. 

Incidentally, just ask yourself if one or two of these little giants wouldn’t enable your ship- 
ping department to cut down labor and handling costs. Over 300 G. V. Electrics of this type are 
used in 30 cities. Great for wholesalers as well as manufacturers. Made by the world’s largest 
makers of Electric motor trucks. Our stability is your protection and our practical co-operation in 
adapting our product to your needs will please vou. 















Catalogue 511 on_ request. 


General Vehicle Company, Inc. 


General Office and Factory 
Long Island City, N. Y. 
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Connections are made at Philadelphia with Baltimore & 
Ohio, Pennsylvania, Philadelphia & Reading, Baltimore & 
Philadelphia Steamboat Co. and Trenton Transportation 
Co.; at New Orleans with Louisville & Nashville, Louisi- 
ana Railway & Navigation Co., Frisco Lines, New Orleans 
& Northeastern, New Orleans Great Northern and Texas 
& Pacific, and at Charleston with the Southern Railway. 

It is stated that during the past six months sailings 
from Philadel 
to estab- 


have averaged a steamer every ten days 
phia, and it is the purpose, beginning February 1, 
lish weekly service. 


CHICAGO BREWERS BUY ELECTRICS 





Brewers seem to think that the service they demand 
of a motor truck is more severe than that of any other 
doubt at all in the 
trans- 


and there is no 
studied the 


class of business, 


minds of short-haul 


who have 


people 
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eral Vehicle Co., with headquarters in Chicago, whe1 
asked how the first trucks of the Manhattan compan) 
were getting along, said: “This present order shows that 
they are making good, and they are all right, and bette: 
than guaranteed on everything.” 


The officer of the Manhattan Brewing Co. who is 
in charge of motor truck operation and purchases stated 
to THe TRAFFIC WoRLpD, over the telephone, Januar 
15, that the new trucks will be in operation some time 


in March, and were ordered to complete a fleet of trucks 
horses of the stable 
were in before the company 
By April 1 the company will have 
delivery, and will own no 
time during the year, to 


last 


service 


which will do away with the 


of 90 or so which 
began to buy trucks. 
entirely discontinued 
horses. It also expects, 
replace its present two gasoline trucks with electrics, and 
It considers 


horse 
some 


will then be operating an all-electric fleet. 
that for its purposes and on the basis of its experience 





¢ 


A 
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Steamship A. A. Raven of the Philadelphia-New Orleans Transportation Company. 


portation problem in Chicago, at least, that some brewers 
regarded the Manhattan Brewing Co. as the performer 
of a daring act when it put its first electric trucks into 
This company recognized the merits of the elec- 
Now 


service. 
tric after investigating its record in other business. 
a thorough try-out has been made in all kinds of service 
that a brewery requires. Brewers see that the electric 
truck is a success. The Peter Schoenhofen Brewing Co. 
of Chicago has come into the market and bought 8 three 
and-a-half-ton and 4 five-ton electric trucks, from the 
General Vehicle Co., for the delivery of beer in bottles. 
The Manhattan Brewing Co. has also followed up its 
earlier purchases by adding to. its fleet 6 five-ton G. V. 
electrics for delivering beer in kegs. All of thé above 


trucks are to be equipped with Edison batteries, as were 
the first G. V. electrics of the Manhattan Brewing Co., the 
spendid service of which was described in Tue Trarric 
Wortrp of October 25. 

E. E. Witherby, western district manager of the Gen- 


the electric offers the advantages of sureness, of giving 
very little trouble, of being more economical to operate 
under the particular conditions of its service, and gives 
a higher degree of safety. 


TRUCKS IN DELIVERY SERVICE 





The Waverley Co. of Indianapolis has furnished us 
some interesting data concerning a fleet of seven trucks 
owned by the L. S. Ayres & Co. department store of 
that city. The entire records for the year have not yet 
been brought forward, but even in their present partial 
form are indicative of satisfactory results. 

The L. S. Ayres & Co. purchased, a year ago, six 
Waverley 1,000-pound delivery wagons and one one-ton 
Waverley furniture truck. These cars were put in serv- 
ice Dec. 2, 1912, and had to start in with the biggest 
Christmas business that this firm ever had. Not only 
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The Traffic World’s | | Freight Rates Made Easy 


F C ial Se . The CHICAGO FREIGHT RATE GUIDE 
ree Lommercl rvice of class rates is a condensed file of railroad tar- 
iffs, arranged for quick reference, showing 

The Trafic World has been THROUGH RATES from Chicago and Mil- 
impressed with the difficulties waukee territory to towns in every state in 


which confront the man called the Union. 


upon to make an investigation of ose aie ‘ . 
technical problems involving the All technicalities are eliminated in this, the 


possible purchase of equipment most handy of all freight rate Guides. Not 
or supplies which will add to the complicated ; just a practical and simple refer- 


efficiency of the traffic or trans- ence book of class rates; concise and conven- 
portation department. ient. 


‘ It often happens that’some one For checking expense bills, estimating pre- 
rm may have just the device, or pays, quoting delivered prices, etc., etc., it is in 


informati ded, but th h : : 
being ‘Ceaaae = ~~ ake a class by itself. Quicker than the telephone, 


making the search, his inquiries and easier of access than a railroad tariff. 
will never receive a satisfactory Kept up to date at all times. Indorsed by rail- 
answer. road and shipper alike. 


The Short Haul Department Yearly subscription price only $7.50. 
will answer many such questions 


as naturally arise. The adver- 2 oan mes asstficahons, 
tising pages will answer others. Rate (pustapons W.W. MARTIN & C0. Rate Systems. 
But we are now prepared to sup- 417 &. Dearborn St., Chicago, Iii. 

ply the demand for 


A Broader Service--Free 


The Trafic World will en- 


deavor to put any person who 
places an inquiry with this de- @ 
partment, under his _ business 


letterhead, in touch with individ- 


uals or firms best able to answer q 

: : fs Some 1,800 Independent Oil Jobbers and 
eae ee Refiners and nearly 10,000 Oil Producers in 
J . this country are Constantly in the market for 


Motor Track Transportation Steel Tanks Boilers 
Freight Handling Appliances and Methods Steel Barrels Steam and 
Packing Materials and Methods Tank Cars Gas Engines 
Location of Industries Hose : Chemicals 
Handling of Export Shipments Hose Couplings Oil Well 

3 : Belting Supplies 
Warehousing, Forwarding and Customs Brokerage 
Office Equipment and Methods 


You can reach this big and growing market 
ONLY through 


This service will be conducted 


promptly, along broad lines, and The National Petroleum News 


absolutely without bias of any : : 
sort. Simply address an inquiry Representing independent O8 Bien 


to The Traffic World, which is Rose Building Cleveland, Ohio 
the natural clearing house for 
information on these subjects, and Employ it as YOUR Salesman. Write Us. 


let us do the searching. 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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did they handle it successfully, but these cars made a 
record which is a credit to vehicles of the electric type. 


For instance, one car delivered in one day 462 pack- 
ages with a mileage of 46 miles. During periods like the 
Christmas season and at times when they have a special 
sale, they use all of their cars. At other times they keep 
one and sometimes two cars in the garage, to be called 
upon in case of emergency. The net result of this sys- 
tem is that they have to have a larger number of vehicles 
at one time than another, therefore, by having enough 
vehicles to take care of their maximum requirements, they 
are enabled to have necessary repairs, such as painting 
and mechanical adjustments, made during the dull periods. 
In this way we keep up their whole vehicle equipment in 
a first-class condition of repair. 

The Waverley Co. has a garage in connection with 
its factory, and these cars are maintained for the L. S. 
Ayres & Co. under a regular maintenance contract, which 
provides that the Waverley Co. is to furnish all renewals 
in the way of batteries, tires and repair parts, make all 
repairs, with exception of those due to misuse or accident, 
furnish the necessary electric current for charging the 
batteries, wash, and store the cars. This maintenance 
is charged for at the rate of $60 per month for the 1,000- 
pound wagons and $75 per month for the furniture wagon. 
However, painting is not included in the above mainte- 
nance charge. 

The Ayres drivers call at the garage for the cars 
and return them to the garage at night. They make 
three deliveries per day, leaving the store at 9 a. m., 2 
p. m. and 4 p. m. 

With reference to the smaller cars which are used 
for handling parcel deliveries, it is stated that these 
cars make an average of from 45 to 40 miles per day, 
depending upon the amount of business to be handled. 


POSITIONS WANTED OR OPEN 


POSITION WANTED—By young man. Grew up on 
small railroad. Has held positions of accountant, ticket 
auditor, traveling auditor, auditor, car accountant, assist- 
ant to general agent, bill clerk, local agent and assistant 
to superintendent. Also been traffic manager for two 
large manufacturing concerns and one commercial club. 
Would make excellent secretary or chief clerk for rail- 
road official or easily take charge of traffic department 
of large shipper. Best of reference and record as to past. 
Address D-401, Traffic World. 











ee 


TRAFFIC MANAGER—Age 34, single, steady and 
reliable. Nine years in local freight office and freight 
claim department of Michigan Central Ry., Detroit. 
Pour years in commercial traffic work. My experience 
covers every detail of commercial and railroad traffic 
work, viz: Rates, routing, claims, accounts, exporting, 
office system, correspondence and movement of carload 
and less-than-carload business. Policy: aggressive, yet 
courteous; every detail of traffic work started right 
and kept there. At present traffic manager for a 
large mail-order furniture manufacturing concern. I 
am seeking a larger field and would prefer a Detroit, 
Chicago or New York position. Address Traffic World, 
L. N. 217. 
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As a representative performance, are given the followin 
data for October, 1913. This covers three of the small: 
cars, and the data are as accurate as can be figured fro: 
the records, which the L. S. Ayres & Co. keep ver 
accurately: 

Truck Truck Tru 


No. 1. No. 2. ‘No 
Average number of parcels delivered per 
GT Soi diy ces i aterae Mawes b's s down ee ia Vase See 271 284 
Average daily mileage (miles) ........... 33.64 32.98 36.4 
oO a eR a See 19.32 20.7 18 
Cost DOF PUFOG! COOMES): 6 odici ccc ecc ec ccess 3 2.29 2 
Running time per day (hours and min.).. 8.08 8.20 7 
Loading time per day (hours and min.).. 1.31 1.42 ] 


In determining the costs given above, depreciatio: 
was charged off against the electric cars at the rate o 
20 per cent per year, and it was estimated by the L. S 
Ayres & Co. that this was liberal enough, so that i 
would include interest charges on the investment. Lia 
bility insurance, taxes and all other minor expenses ar: 
included in these costs. 


A similar record of performance for the furnituré 
wagon for October shows the following results: 


Number of pieces of furniture, rugs, etc., delivered......1,286 

PE ee eee arr. 27 

Total mileage for the month (miles)..................... 718.7 
eT er ars Tr te epee 27.94 
Rr ere eee 15.62 
Running time, including stops (hours and min.).......... 179.5 
ee er re ere) 45.4( 


Total time truck was out of garage for the month (hours 

GE TORE © via 4 laces wake bis 6 arene i paeeen Hekbd teas wee 229.3: 

In making this installation of electrics the L. S. Ayres 
& Co. replaced 12 single-horse wagons and two double- 
horse wagons, the two latter being used for furniture 
delivery. 

Not only have they reduced the cost of handling thei 
deliveries, but they have also been able to handle an 
increased business at a much higher efficiency. When 
ever a truck is put in storage, the maintenance chargé 
is reduced to one-third that charged when the truck is 
in active service. 

Under the old system of horse delivery it was neces 
sary to keep the horses and feed them during the du! 
periods, as well as during busy periods, and this, of 





Truck Body for Butter and Egg Delivery. 


course, meant a loss that could not be recovered. The 
delays and inefficiencies due to sickness and giving out 
of horses have been eliminated, which, of course, helps 
to reduce the expense. 

The Waverley Co. has recently delivered a 1,000-pound 
eapacity wagon, of which an illustration is given herewith. 
This has a door and running-board on the right-hand side, 
so as to enable the driver to get in and out of the car, 
even though he might have a basket of eggs in each hand 
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Charles Conradis 


Practices before the 
Interstate Commerce Commissior 
418-430 South Market St., Chicago 
506-7-8-9-10 Colorado Bldg., Washington, D. C. 


John B. Daish 


Interstate Commerce cases only 
1410 Security Trust Bldg., Chicago 
602-606 Hibbs Bldg., Washington, D. C. 


Walter E. Mc Cornack 


Formerly attorney for Interstate Commerce Com- 
mission; Counselor at Law 
Suite 956 First National Bank Bldg., 
Chicago, Ill. 


Cc. D. Chamberlin 


Attorney at Law, Commerce Counsel for the 
National Petroleum Association 
Rose Bldg., Cleveland, Ohio 


Richard J. Donovan 


Counselor at Law; Preparation of cases and trials 
of cases before the Interstate Commerce Commis- 
sion a specialty; Experts on railroad tariffs fur- 
nished; Correspondence invited. 


233 Broadway; New York. 


H. Earlton Hanes 


Attorney and Counselor at Law, 
418 and 419 Colorado Blidg., 
Washington, D. C. 


Blackmar & Bundschu 


Attorneys and Counsellors 
Suite 904 Commerce Building, 
Kansas City, Mo. 


Special Attention to Rate Claims and 
Practice Before the Interstate Commerce Commission 








M. W. Borders 


CORPORATION, INSURANCE 
AND ANTI-TRUST LAWS 
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Directory of Attorneys 


Practicing before the Interstate Commerce Commission 
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H. R. Small 


Practices before the Interstate Commerce 
Commission 


1605-14 Pierce Bidg., St. Louis, Mo. 


Watson & Abernethy 
Attorneys at Law. Specialists in Interstate Com- 
merce Cases. 


B. G. 


Commerce Expert. 


Pioneer Building. St. Paul, Minn. 


Hal H. Smith 


(Beaumont, Smith & Harris) 


Practices before Interstate Commerce Commission, 
1123-28 Ford Bldg., Detroit, Mich. 








Littleford, James, Ballard & Frost 


Francis B. James (Commerce Counsel and Attor- 
ney and Counselor at Law), in charge of Washing- 
ton office, where E. E. Williamson (Transportation 
Expert and Statistician) is associated. 

805-6-7-8 Westory Bldg., Washington, D. C. 
First National Bank Bldg., Cincinnatti, O. 


Jean Paul Muller 


Formerly with I. C. C. and Dept. of Justice as 
Expert Acct. and Spcl. Asst. U. S. Atty. Specialty: 
Financial and Operating Analyses, Cost of Service 
Tests and Comparisons in Interstate and Intrastate 
Rate Litigation. 

420-424 Woodward Bldg., Washington, D. C. 





WILLIAM C. COWLING 


Attorney at Law and Commerce Counsel. Special 
attention given to rate and interstate commerce 


cases. Competent corps of traffic experts in con- 

nection with both offices. 

1107-10 Chamber of Commerce Bldg., Detroit, Mich. 
526-28 Wells Bldg., Milwaukee, Wis. 





BORDERS, WALTER & BURCHMORE 


555-561 Rookery, CHICAGO 
Luther M. Walter 
Formerly Attorneys for Interstate Commerce Commission 
ALL MATTERS AFFECTING CARRIERS AND PUBLIC UTILITIES 


John S. Burchmore 
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’ nounces that, on account of ice in the Connecticut River, 
CARRIERS AN NOU NCEM ENTS navigation to and from all Connecticut River landings, 
via the Hartford & New York Transportation Co., closed 

Effective Jan. 23, 1914, an organization, as an ad- on January 13 until further notice. The schedules ap. 
junct of the Lackawanna Line for the solicitation and plying to or from Bridgeport, Conn., and Providence, R I. 
handling of dairy business, will become operative, to be yia the Hartford & New York. Transportation Co., to 
known as the Nickel Plate-Lackawanna Dairy Line, or from points on connecting lines are net affected by 
with H. H. Brigham, manager, 327 S. La Salle street, the close of navigation on the Connecticut River, and 
Chicago. continue to remain in effect. 

PERS 

Henry C. Wilmot has been appointed agent of the 
freight department of the N. Y., N. H. & H., with 
headquarters at Bridgeport. 

Joseph Wood, first vice-president of the Pennsyl- 
vanja Lines West of Pittsburgh, and a director of the 
Pennsylvania Railroad and other companies, has _ ten- 
dercd his resignation as executive of the western lines, 
to take effect February 1. Mr. Wood has been in the 
railway service nearly 50 years, serving in the en- 
gineering, operating and traffic departments of the INDIANA MILLERS’ ASSOCIATION. 
Penneyivanta... eystes. The Indiana Millers’ Association will hold its regular 

The Hartford & New York Transportation Co. an- midwinter meeting at the Board of Trade Building. Indi- 





Burlington Route, through A. J. Puhl, general agent 
passenger department, has issued an attractive booklet 
covering dates of sailings from Seattle, Vancouver and 
San Francisco for Hawaiian Islands, Philippines, Aus. 
tralia, China, India, Japan or around the world, of vessels 
of the Great Northern, Canadian Pacific Royal Mail and 
other steamships with which connection is made at the 
points named. 





anapolis, on January 20. The local millers will entertain 
the visiting guests at a dinner the evening of the 20th, at 
Tank Cars For Rent which Governor Ralston will be one of the speakers 
W. H. Bonner of Greensburg, ex-president of the Indiana 
Bankers’ Association, will also deliver an address that 
evening on the subject of “The New Currency Law and 
Its Relation to Financial and Commercial Interests.” 


Kentucky Refining Company 


Louisville, Kentucky 





ATTENTION SHIPPERS! 
ARTHUR B. HAY ES | The Toledo, St. Louis & Western Railroad Co. 


ATTORNEY-AT-LAW (Clover Leaf Route) announces the completion of 
its new Fire Proof Storage Warehouse at East St. 
Louis, Ill. 

Former member of the Department of Justice as {| The location is central, thus affording quick deliv- 

Solicitor of Internal Revenue eries to connections, and St. Louis trade. 

Will lease sectional space on reasonable terms. 

| For particulars please address Mr. R. L. Dore, 
Ass’t General Freight Agent, Toledo, St. Louis & 


COLORADO BUILDING WASHINGTON, D.C. 


interstate Commerce Litigation 


a Speciaity Western Railroad Co., Pierce Building, St. Louis, 
Mo. 











Save Three-Fourths The Money 


you now pay for weighing car-load freight. 


In addition, reduce the congestion at the scales 
and in the yards; release the switching crews for 
other duties; facilitate the movement of freight 
over the whole system. 

We'll tell you how others have been doing this 
for twenty-five years. 

Your name and address is all we need. 


Streeter-Amet Weighing & Recording Co. 


607 Hartford Bldg. - « “BRIA > aiccmette Wetaie tlededs tv. Then Sele 
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EXPORT BUSINESS 


Most manufacturers are waking up to the fact that this is an important subject 
and are reaching out for such trade. A competent Forwarding Agent can be 
of material assistance to manufacturers. 
We quote rates of Freight and Marine Insurance to all places abroad and shall 
gladly answer inquiries respecting Consular Regulations, Customs Duty, etc. 


Chicago, \New York,London, Liverpool, Paris, Havre, Boulogne-Sur-Mer 
Directory of Transfer Agents, Freight Forwarders, Warehousemen, Custom House Brokers, etc... 


G. W. SHELDON & CO., 


Huguenot Express Co. 


NEW YORK, N. Y. 
624 West Thirty-sixth St. 


of town a specialty; 
and distribution. 


Judson Freight Forwarding Co., Inc. 


CHICAGO, ILL. 


443 Marquette Bidg. Carload distribution to all rail- 
roads at Chicago without teams; L. C. L. shipments of 
machinery forwarded at reduced rates to all principal 


western and Pacific Coast points. 


Phone 839 Greeley. 
warders, truckmen for all lines; bulk shipments from out 
up-to-date facilities for storage 


For- 


phone No. 633. 


350-356 Seneca St. 
ing, handling, transferring and forwarding goods. 


Buffalo Storage & Carting Co. 


BUFFALO, N. Y. 


“Unsurpassed facilities” for stor- 
Tele- 


Louisville Public Warehouse Co., Ine. 


LOUISVILLE, KY. 


Import and export freight contractors, transfer and 
reshipping agents, custom house brokers. Bomded and 
free warehouses. 


Ashley Warehouse Co. 


ST. LOUIS, MO, 


Bonded and general storage. Drayage facilities. Cars 
promptly handled. Custom house entries attended to. 


Insurance, 18c. 


Track connections. 


LEADING COMMERCIAL AND TRAFFIC ORGANIZATIONS The Transportation Club of Cincinnati 


son, Secy. 


The National Industrial Traffic League. 
Object—Ths object of this league is 
to interchange ideas concerning traffic 
matters, to co-operate with the Inter- 
state Commerce Commission, state rail- 
road commissions and transportation 
companies in promoting and securing 
better understanding by the public and 
the state and national governments of 
the needs of the traffic world; to secure 
proper legislation where deemed neces- 
sary, and the modification of present 
laws where considered harmful to the 
free interchange of commerce; with the 
view to advance fair dealing and to 
promote, conserve and protect the com- 
mercial and transportation interests. 


Headquarters, Tacoma Bldg., 5 North 
La Salle St., Chicago. 


President 
Commissioner, Transportation Bureau of 
Commercial Club, Kansas City, Mo. 

J. Keavy Vice-President 

Commissioner, Freight and Traffic Di- 

vision Chamber of Commerce, Indian- 
apolis, Ind. 
Oscar F. Bell 

T. M. Crane Co., 


Secretary-Treasurer 
836 South Michigan 
Ave., Chicago, Ill. 


David P. Chindblom Asst. Secretary 
5 North La Salle St., Chicago. 


National Implement and Vehicle Assocla- 
tion, W. J. Evans, Freight Traf. Mer., 
American Trust Bldg., Chicago, Il. 

League of Commission Mer- 

chants of the United States. J. J. Castel- 

lini, Pres., Cincinnati, O.; R. 8S. French, 

Business Manager, 202-204 Franklin St., 

New York. 


Nationa! 


Northern Pine Manufacturers’ Associa- 
tlon. H. S. Childs, Secy., Minneapolis. 


Sterling Manufacturers’ and Shippers’ 
Association. In charge of traffic in- 
dustries located at Sterling and Rock 
Falls, ll. W. P. Benson, President; H. 
H. Wood, Vice-President; W. J. Bur- 
leigh, Secretary-Treasurer; W. E. Long, 
Traffic Manager. 


The Memphis Freight Bureau. L. R. 
Donelson, Pres.; W. G. Thomas, Vice- 
Pres.; James S. Davant, Commissioner, 
Memphis, Tenn. 


TRAFFIC CLUBS 


Traffic Club of Kansas City. Joseph A. 
Tapee, Pres.; Alfred A. Wild, Secy. 
The Chicago Transportation Association. 
Cc. H. Schniglau, Pres.; H. E. MacNiven, 

Secy. 

The Traffic Club of New York. 
Mack, Pres.; C. A. Swope, Secy. 

Brooklyn Traffic Club (Inc.). H. L. Wil- 
lard, Pres.; C. I. Darcy, Secy. 

The Spekane Transportation Club. Chas. 
W. Colby, Pres. 

The Traffic Club of Chicago. Guy §8. 
McCabe, Pres.; W. H. Wharton, Secy. 
The Traffic Club of Dallas, Tex. T. E. 
Jackson, Pres.;: G. S. Maxwell, Secy. 


The Traffic Club of Philadelphia. Harry 
Billings, Pres. ; W. Summerfield, 
Secy. 

The Traffic Club of St. Louis. R. K. 
Pretty, Pres.; W. S. Crilly, Secy-Treas. 

The Traffic Club of Pittsburgh. E. C. 
Sattley, Pres.: D. L. Wells, Secy. 

The Transportation Club of Indianapolis. 
M. R. Maxwell, Pres.; L. E. Stone, 
Secy. 

The Traffic Club of New England, Boston. 
Sam W. Manning Pres.; C. A. Ander- 
son, Secy. 


A. F. 


The Transportation Club of Loulsviile. 
=. L. Roederer, Pres.; 3. J. McBride, 
ecy. 
The Transportation Club of Toledo. BE 
D. Ryan, Pres.; J. 8. Marks, Secy. 
The Traffic Club of Newark. H. B. R. 
Potter, Pres.; J. J. Kautzmann, Secy. 


The Traffic Club of Seattle. Roger D 
Pinneo, Pres.; P. B. Miller, Secy. 

The Transportation Club of Detroit, Mich. 
Sidney A. Jones, Pres.; W. R, Hurley, 
Secy. 

Transportation Ciub of San Francisco. J. 
F. Burgin, Pres.; Theo. H. Jacobs, 


Secy. 
The Ralliroad Club of Kansas City, Mo. 
J. N. Stroud, Pres.; Claude Manlove. 


Secy. 

The Traffic and Transportation Club of 
Birmingham. A. W. Carey, Pres.; 
H. Knight, Secy. 

The Traffic Club of Minneapolis. F. B&B 
Pool, Pres.; F. B. Rowley, Secy. 

Sait Lake Transportation Club. J. EL 
Davis, Pres.; R. E. Rowland, Secy. 

Traffic Club of Milwaukee, Wm. P. 
O’Connor, Pres.; C. C. Lioyd, Secy. 

Transportation Club of Lima, O. Lloyd 
c Sherrick, Pres.; D. L. Rupert, Becy.- 

reas. ; 

Grand Rapids Traffic Club, Grand Rapids 
Mich. Chas. H. Lilley, Pres.; Jame 
Bale, Secy. 

Transportation Club of Peorla. R. M 
Field, Pres.; A. S. Howells, Secy. 

Traffic Club of Cleveland. D. F. Hurd, 
Pres.; W. V. Bishop, Secy. 

Traffic Club of Erle, Pa. Edwin H. Bre- 
villier, Pres.; M. WwW. Eismann, Secy. 

Los Angeles Traffic Association, Los An- 
goles, Cal. FE. 8S. Blair, Pres.; C. B 

ine, Secy.-Treas. 

Traffic Club of Jacksonville, Fla. A. W. 
Fritot, Pres.; Chas. A. Bland Secy. 
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Standard Freight Claim Forms 


AS APPROVED BY 







THE FREICHT CLAIM ASSOCIATION 


THE VIRCINIA CLAIM CONFERENCE 







NATIONAL INDUSTRIAL TRAFFIC LEACUE 


THE NATIONAL ASSOCIATION OF RAILWAY COMMISSIONERS 


AND THE 


INTERSTATE COMMERCE COMMISSION 









Will Greatly Facilitate the Handling of Your Claims 





Mr. W. P. Taylor, Secretary of The Freight Claim Association, says:—“Inasmuch 
as it is earnestly desired that these forms be put into universal use, your co-opera- 
tion to the fullest consistent extent, with this end in view, will, of course, be much 
appreciated. It is felt that the use of these forms will be equally beneficial to the 
carriers and the claimants, as, by facilitating the adjustment of claims, they will 
remove what has heretofore been a cause for frequent complaint.” 





TWO KINDS: OVERCHARGE AND LOSS AND DAMAGE 


SCHEDULE OF PRICES 


See ONGR.. oes basal $ 2.00 Delivered 

DP Rs ss seach whictinbs 3.75 Delivered 

Se Ria «a as ae Res 7.50 Delivered 
RE UREN ss oo sick sc eee emis 12.00 F. ©. B. Chicago 
Pere Te . 17.00 F. O. B. Chicago 
BROS sca ks > + x a0 35.00 F. O. B. Chicago 


If you need the forms why not get them at headquarters for traffic 
supplies? Then you will know that they are 
absolutely standard. 


READY FOR PROMPT SHIPMENT. 


THE TRAFFIC SERVICE BUREAU, 418 South Market Street, CHICAGO 





As a Friend of THE TRAFFIC WORLD, please Mention the paper in writi.g to cdvertisers. 
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